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Ventilation of Closed Cars 

As the time approaches when open cars are taken off and 
closed cars are substituted for the winter season electric 
railway managers must look forward to the usual number of 
complaints from passengers about heating and ventilation. 
From the standpoint of the passenger most of the complaints 
are justifiable and deserve something more than to be ignored 
because, apparently, nothing can be done to remedy the trouble. 
The problem of supplying enough warm fresh air for a car full 
of passengers and of exhausting the vitiated air from all parts 
of the car at the same time is admittedly difficult. Its complete 
solution has baffled many of the best ventilating engineers who 
would undertake to supply fresh air to a theater or a school 
without a thought of failure. Nevertheless, there are numer- 
ous devices of one kind or another which, when used singly or 
in combination, will effect a decided improvement in the venti- 
lation of an ordinary car. It is as much the duty of a street 
railway company to keep closed cars reasonably warm and well 
supplied with fresh air as it is to keep the cars clean and in a 
sanitary condition. Of the two evils insufficient heat is much 
more endurable than lack of fresh air, as during cold weather 
passengers are dressed to withstand low temperatures. Fewer 
complaints will be heard if the ventilators and occasionally the 
doors are left open than if all the avenues of escape for the 
bad air are tightly closed in an attempt to keep the interior of 


the car warm. 


Safeguarding Shop Workers 

The recent enactment of a more stringent employers’ liability 
law in the State of New York calls attention to the necessity 
of exercising more care in the installation and running of 
machine and woodworking tools. It is, of course, impracticable 
to eliminate belting and counter-shafting entirely because indi- 
vidual drive for every tool would be too costly in many cases. 
On the other hand, it is frequently possible to minimize danger 
from this source by having the drive from below. In English 
and German shops it is customary to screen off the belting by 
wire netting to a height of 4 ft. to 5 ft. and the dangerous parts 
of a tool are painted a brilliant red where auxiliary safety 
devices cannot be applied. These methods have proved very 
effective abroad, but it is doubtful whether the benefits in this 
country would be as great owing to the average’ American’s 
habit of “taking a chance” if he can lighten his work by doing 
so. A typical instance is afforded by the motorman who ties 
down the dead-man’s handle with a bit of string, thus endanger- 
ing his passengers and himself through unwillingness to keep 
a small spring in compression. In spite of this factor of human 
perversity, the employer is not performing his full duty unless 
he uses every feasible means not only to safeguard the lives 
and limbs of his men, but to instil in them a spirit of careful- 


ness for their own safety. 
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Express Service on the New York Elevated 

It will indeed be welcome news to the residents of the 
northern part of New York City if the elevated divisions of the 
Interborough Rapid Transit Company are to be equipped with 
express tracks, This is a remedy for the present overcrowded 
condition of the subway which should have been applied long 
ago. As far back as Feb. 19, 1903, William Barclay Parsons, 
chief engineer of the then Rapid Transit Commission of New 
York, strongly recommended the construction of these tracks to 
provide “real express service” on the elevated lines. He repeated 
these recommendations in 1904 and still again after the present 
subway was opened for traffic in words which could be quoted 
to-day with even greater force. He said in part: “The lesson to 
be learned from the present subway is the great advantage of 
an express service, and especially an express service that runs 
continuously in both directions. * * * * The borough 
of the Bronx, especially that portion of it contiguous to the 
suburban division of the Manhattan system and to the West- 
chester Avenue line of the subway system, has lately increased 
tremendously in population. This increase will, with the pro- 
posed facilities to be furnished by the New York, New Haven 
& Hartford Railroad Company and other companies in the 
easterly portion of the Bronx, demand additional facilities. 
Such facilities can be offered by converting the Second Avenue 
line into a four-track system.” In considering these proposals, 
the commission “found that various persons, particularly resi- 
dents of the Bronx, favored the application as affording ready 
relief for that section.’ But after consulting the representa- 
tives of the City Club, the Merchants’ Association, the Munici- 
pal Art Society and others, the commission concluded that “if 
the city entered upon the policy of increasing the facilities of 
the elevated roads, it would tend to discourage people who 
otherwise might be bidders for the new municipal subway 


systems” and so refused to give assent to the plan. 


The Quickest Form of Transit Relief 

The arguments of the engineers, the pleas of the residents in 
the Bronx, the indifference or open opposition of the civic 
bodies mentioned to the only prompt reform possible and the 
fear of the city authorities about frightening off possible bidders 
for new subways—all have a familiar ring. Bronx Borough 
has increased enormously in population since Dec. 29, 1904, 
when Mr. 


elevated express tracks, yet it possesses no more or no better 


Parsons repeated his recommendation for these 


means of transit down town than it did then. The intervening 
5% years have brought forth no “bidders for new municipal 
subways.” Yet it has been clearly shown that an express 
service on the Second Avenue elevated road would furnish 


the quickest means of reaching the New York City Hall and 


downtown New York from a large section of Bronx Borough 


and would greatly relieve the present subway. Moreover, the 
relief would be afforded far more quickly than in any other 
possible way. This question is not one of building new ele- 
vated lines, although we believe that the bugaboo of elevated 
lines is not so frightful as many people seem to believe. The 


additional tracks proposed would make little difference in the 


light on the streets through which the present structures pass. 


By the time that new subway lines are built, there will be plenty 
of passengers for them. We earnestly hope the plan of the 
present Public Service Commission to permit the construction 


of these additional tracks will be formally promulgated. 
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RECENT WAGE ARBITRATIONS 


Two important decisions in street railway wage arbitration 
Albany, 
N. Y., and the other, affecting all of the employees of the Con- 


cases were announced last month. One was in 
necticut Company in 14 cities in that State, was in New Haven. 
The main issues were substantially the same in both cases, as 
were the findings, which recommended slight increases over the 
prevailing scales, but neither decision received the concurrence 
of the full board which heard the evidence of both sides. 
Perhaps it is too much to expect unanimous decisions from such 
boards, but it would have been far more satisfactory to all 
concerned if the findings had been based on evidence in each 
case so conclusive as to have overruled any prejudices which 
might have existed in the minds of the representatives of the 
men or of the companies on the boards. In Albany the repre- 
sentative of the men refused to sign the decision. In New 
Haven it was the appointee of the company who declined to ac- 
cept the majority report, not entirely because he disagreed with 
its findings per se, but because the majority disregarded a phase 
of the question which seemed to him paramount in his consider- 
ation of the case. This was the violation by the men of an 
agreement as to wages, made with the company prior to the de- 
mand for the increase which was submitted to the board for 
arbitration. It was the old story of labor unions making a con- 
tract and breaking it when they thought by so doing they could 
get more money. According to the ideas of Mr..Deming, the 
minority member of the New Haven board, there was nothing 
under such a condition of affairs to arbitrate. Any other con- 
clusion seemed to him a “weird dictum of morals,’ even when 
approved or accepted by the arbitrating majority, as well as 
illogical, inequitable and improper when viewed from the stand- 
point of any code of ethics. The position of the majority, on 
the other hand, in regard to this particular point was that any 
earlier bad faith of this kind was outside its purview, not being 
directly connected with the subject of the proposed increase in 
wages which had been assigned to the board for decision. 
Outside of this particular point the three principal questions 
before the board to be determined in settling the question of 
wages were: (1) the relative cost of living in Connecticut 
during the first six months of 1907, when the former scale of 
wages was established, and during the corresponding six months 
of 1910; (2) the ability of the company to pay the increased 
rate of wages, and (3) the ability of the company to secure 
plenty of competent labor at the existing rate wage. Somewhat 
curiously both sides laid but little stress upon the third question, 
although the company showed that it had 508 men on its wait- 
ing list, or practically one to three of those on the regular list. 
The first point was analyzed more carefully in the report of the 
company’s appointee than in that of the two other arbitrators, 
and the conclusion was reached, “though with some hesitancy” 
on account of the conflicting evidence, that any such increase 
had been counterbalanced by an increase in wages of 4 per cent 
made by the company in April of this year. On the second 
point the testimony presented by both company and men seemed 
vague to all three members of the board. The majority con- 
cluded that “the company’s ability to pay any reasonable in- 
crease in wages which other established conditions demand has. 
not been successfully disputed,” while the minority member 


called the evidence both for and against the prosperity of the 


company “nebulous.” It is idle to conjecture what the result of 
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the arbitration might have been had the company shown it was 
operating on only a narrow margin of profit. 

On the third and final point the dicta of the majority briefly 
were that any new men engaged would probably be far less 
efficient than the older ones, and even if the company should 
cut its present wage schedule in half, it would still find appli- 
cants enough to man its cars. They claimed that the community 
should insist on the employment of skilled, efficient labor, but 
nothing in their report indicates that any evidence was presented 
that the present men were especially efficient or that the pro- 
Teas 
true that the men had asked for a raise in pay, but this fact 


posed advance in wages would make them more so. 


alone, if considered a valid reason for an increase, could be 
used to justify any increase in wages which the men might ask. 

The only permanent basis for wages, it seems to us, is that 
established by the law of supply and demand. If the pay is 
too low for the service which a company requires of its em- 
ployees and low compared with the wages paid in other indus- 
tries requiring equal physical strength and intellect, the fact will 
be indicated by the inability of the company to retain perma- 
nently its best men, and in the lack of applicants possessing 
the requisite intelligence and character. The number of men 
who remain in the service less than one year is hardly a criterion 
of the attractiveness or lack of attractiveness of the service. 
As in every other large industry in which the employees require 
a comparatively short training, a large number of men will 
engage in electric railway work temporarily, either to tide over 
a period of inactivity in the business in which they have been 
previously engaged or else to learn whether they care for the 
work. On the other hand, the natural disinclination of a man 
long engaged in any one class of work to change his vocation 
makes the percentage of men long in service equally unreliable 
as a basis for judging the adequacy of the pay. Hence the best 
gage which we are seeking is the proportion of men who desert 
the service after one year and up to, say, five years of connec- 
tion with the company. If this percentage should be abnormal, 
it is safe to say it would be well for the company to consider 
its wage schedule. 


\ 


THE HUMAN ELEMENT IN TRAIN OPERATION 


Last week two head-on collisions between interurban cars 
in Indiana cost the lives of 47 passengers and maimed a score 
more. The Kingsland accident, in which 41 passengers were 
killed, is the worst of its kind which has ever occurred on an 
electric railway and it might have been even more disastrous 
had both cars been full of passengers. It was a curious coin- 
cidence that both collisions occurred at about the same time 
of day, on curves where the view ahead was obscured by 
woods, and that neither of the cars which were occupying the 

track without right carried any passengers. 

2 The investigation of the Kingsland collision which was held 
promptly by officers of the railway company makes it clear 
that the crew of the extra car tried to beat the regularly 
scheduled local car to a meeting point nearly 6 miles beyond 
The dispatch- 
er’s orders were complete and explicit and there is no reason 
_ to believe that they were not clearly understood at the time 
they were issued. There were circumstances antedating the 
accident, however, which, while they do not lessen in any re- 


the siding where the two cars should have met. 


spect the criminal aspects of the conduct of the motorman and ~ 
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conductor at fault, explain, perhaps, the mental processes of 
the men. The motorman of the extra car had been running 
for 60 days previous to the accident the very train with which 
he collided. He knew the schedule of this regular train per- 
fectly and probably assumed from his experience on the run 
that the car would be running late on the day of the collision. 
Without ascertaining from the dispatcher that the regular car 
was late the motorman of the extra car went on at high speed, 
expecting to meet the regular car at the second siding beyond 
the proper meeting point. The conductor of the extra car, who 
should have been as familiar with the orders as the motorman, 
did not hold the car at the scheduled meeting point and so 
must share the responsibility with the motorman. 

Two points stand out clearly in considering the operating 
The first of these is. that the collision 


resulted from positive and direct violation, on the part of both 


aspects of the accident. 


members of the extra-car crew, of explicit rules framed to 
prevent just such an occurrence. The second is that the opera- 
tion of extra cars is attended with extraordinary risks which 
require unusual precautions to prevent accidents. In spite of 
the most complete and rigid code of rules and the use of elabo- 
rate and expensive safety devices “man failures” will occur, 
Dis- 


cretion and care in employing and training motormen and con- 


not always with such serious results as in this instance. 


ductors and the constant maintenance of discipline will not 
wholly eradicate the men who will forget or take chances 
occasionally, The two men who were responsible for the 
Kingsland wreck had had considerable experience and enjoyed 
good records. The reputation of the operating organization 
of the road in enforcing discipline among its employees always 
has been excellent. 

The dangers incurred in operating extra cars at times are 
necessary and incident to the service. It may be asked, how- 
ever, if the requirement that extra cars shall clear the time of 
regularly scheduled cars by five minutes is a sufficient precau- 
tion. Once out on the road an extra car is a free agent and 
likewise a menace to every opposing or following car., Would 
it not be safer to require the crews of extra cars to report to 
the dispatcher at every siding regardless of the delay, or to 
fix meeting points by train order for all opposing regular, as 
well as extra, trains? 

No details of the Tipton collision between a limited car and 
a motor freight car, except those contained in the newspaper 
dispatches, are available at this time, but it is reported that the 
motorman of the freight car admitted after the accident that 
he had overrun the meeting point. It is not clear whether the 
freight car was a regularly scheduled car or an extra, but this 
matters little. In this instance also the presumable failure of 
a responsible employee to obey the rules laid down for his 
The fault does not lie with the 


rules, and we do not see how it can be laid in these two cases 


guidance caused the collision. 


on the operating organizations which employed and supervised 
the work of the men who proved themselves criminally neg- 
ligent or disobedient. If anyone can devise a method of train 
operation which will preclude all possibility of human fallibility 
it will be welcomed on every hand. Mechanical safety devices 
such as automatic block signals undoubtedly tend to prevent 
collisions, but experience with them has shown that they can- 
not be depended upon absolutely. Final dependence for safety 
must be placed in the human element which failed in the two 


cases mentioned here. 
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THE CONNECTION BETWEEN CITY PLANNING AND 
TRANSPORTATION SYSTEMS 


A science which has been conspicuous in this country more 
by its neglect than by its practice is that of city planning. 
Few cities have been created like Washington, D. C., from 
the drawings of an architect, and it is a well-known fact that 
even in this case the city did not develop along the lines ex- 
pected either by Congress or the designer, Major L’Enfant. 
Nevertheless, the purpose in mind was an excellent one, and 
the results are far more satisfactory than if the city had grown 
as most of our cities do, either in a most haphazard way, or 
along the commercial plans of locdl real-estate companies. A 
view often taken is that the locations of all the most important 
streets in a city are now permanently established and that the 
order in which the suburbs develop is of comparatively minor 
importance. But this theory can hardly be maintained in the 
face of the recent census figures, which show an enormous 
and rapid increase in the size of most of the cities in the 
country. In the vastly older cities of Europe, where the per- 
centage of annual growth is usually far less than in this coun- 
try, the subject of city planning is considered of the greatest 
importance. Indeed, in some European countries the general 
government demands the most rigid adherence by cities to 
In Holland, for 


instance, every city of more than 10,000 inhabitants and every 


certain well-defined principles of extension. 


community which shows a more rapid growth for five years 
than 4 per cent a year must possess an approved plan of exten- 
sion and this plan must be revised at least once every I0 years. 

The close connection between city planning and electric rail- 
way operation is set forth in a paper presented during the first 
week in September at the International Street & Interurban 
Railway convention at Brussels and published in abstract in 
this issue. As the author clearly shows, the drift of the popu- 
lation toward the cities has been a marked development every- 
where during the past few decades, and this movement has 
produced a congestion of population, particularly in the poorer 
quarters of the city, which possesses great danger to the entire 
community from the standpoints of morals and hygiene. The 
only solution is through the high development of transporta- 
tion systems so as to allow the city to extend laterally rather 
than upward. As has been aptly said, the question is one of 
a choice between stairs and the electric car, and it is needless 
to say that the interests of the city lie in the selection of the 
electric car. 

It is a very curious fact that in spite of the almost complete 
dependence of municipalities upon rapid and safe transporta- 
tion in solving this problem of congestion the best method of 
providing transportation in new communities is often one of 
the last matters to be considered. Common sense dictates that 
work of this kind should be undertaken jointly by a transporta- 
tion engineer ‘and by a municipal engineer, using the latter 
term in its broadest sense, and that if esthetic and practical 
conditions should prove incompatible the latter should govern 
because the work is primarily utilitarian in its character. In 
spite of this obvious condition, experience abroad is that trans- 
portation engineers are rarely called into consultation in work 
of this kind until it is too late, and we believe the record is 
similar in this country. It is needless to explain to railway 
men how a municipal engineer by overlooking a few obvious 
transportation necessities can perpetually hamper, if not prac- 
tically stifle, the growth of a city suburb, or how, by a slightly 
different arrangement of streets, he can greatly facilitate elec- 
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tric railway service. The area reached within a given time by 
electric cars varies directly as the square of the speed of the 
Hence the rela- 
tions between area available for residence and speed and be- 


The 
question of speed, as the author of the paper in question points 


cars in a city which extends in all directions. 
tween speed and the design of the streets are obvious. 


out, is not merely one of maximum speed, but other important 
questions are the number of stops to take on or discharge 
passengers and the number of slow-downs to avoid collision 
with teams and pedestrians. Where it is not practicable to 
increase the maximum speed above a certain amount it is often 
easily within the range of possibility to decrease both the num- 
ber of stops to receive or discharge passengers and the num- 
The latter is best effected by the location 
of tracks of city roads on reservations, and we believe that the 
elaborate methods of reservations used abroad and described 
in the paper will be a matter of great interest to readers of 
this paper. 


ber of slow-downs. 


The use of reservations by cars has been followed 
in a few cities in this country, notably Boston, Brooklyn, Mem- 
phis and New Orleans, but that it presents great advantages 
for both cities and railway companies will be admitted without 
question, 

Finally, the matter is one which does not interest large cities 
only; it concerns every community which has an electric rail- 
way system. 


THE REORGANIZATION OF SECURITIES AND VALUE 


Announcement is made that the courts will be asked to pass 
upon the important decision of the New York Public Service 
Commission for the First District in the long-pending Third 
Avenue Railroad reorganization case. As the rejection of the 
reorganization plan by the commission is based upon the ap- 
plication of doctrines of value of property and of the law 
affecting the reconstruction of bankrupt railways, the attitude 
of the courts will concern seriously the other companies in 
Greater New York which are still in receivership. 

It was three years ago that receivers were first appointed for 
the New York City Railway. In January, 1908, a separate re- 
ceiver was named for the Third Avenue Railroad. The first 
application to the commission by the committee representing 
holders of the consolidated mortgage bonds of the Third Ave- 
nue company for approval of the proposed new issue of securi- 
ties was denied on Sept. 23, 1909. The second plan was dis- 
approved on July 29, 1910, and now, on request of counsel for 
the committee, this application has been finally rejected. Ap- 
plication for a rehearing will be made and, it is expected, will 
be refused by the commission, making the record clear for 
appeal to the courts. A curious feature in the entanglement is 
that all of the property of the unfortunate Third Avenue Rail- 
road Company is owned at present by the committee of hold- 
ers of the consolidated bonds. This committee bought the 
property at foreclosure sale on March 1, 1910, anticipating a 
speedy transfer to the newly organized Third Avenue Railway 
Company, which intervened in the proceedings before the com- 
mission. The anomalous situation thus created will last pre- 
sumably until final reorganization is effected. It may be stated 
that the par value of the securities of the old company was 
$58,560,000, divided as follows: First mortgage, $5,000,000; 
consolidated mortgage, $37,560,000; stock, $16,000,000. 

Under each plan of reorganization it was intended to con- 
tinue in existence an issue of $5,000,000 of first mortgage 
bonds. The first plan provided in addition for the issue of 
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$16,516,800 in first refunding mortgage bonds, $32,000,000 in 
cumulative adjustment mortgage bonds and $20,000,000 in 
common stock, a total, with the first mortgage bonds, of 
$73,516,800 par value. The second plan provided for the issue 
of $15,790,000 first refunding mortgage bonds, $22,536,000 
cumulative adjustment mortgage bonds, and $16,590,000 stock, 
making, with the first mortgage bonds, a total of $50,916,000 
par value.. The difference between these two totals is $13,600,- 
800 and it will be of interest to show ‘how this large sum was 
eliminated. 

Between the rejection of the first plan and the formation of 
the second the following reductions were made by the com- 
In the first re- 
cumulative 


mittee in the proposed issue of securities: 
$726,800 ; adjustment 
mortgage bonds, $9,464,000; common stock, $3,410,000. To off- 
set this reduction of $13,600,800 in new securities the com- 
mittee had to scale its proposed apportionment of securities. 

The first plan stipulated that the holders of old consolidated 
bonds were to receive: First, $10,516,800 of refunding bonds, 
being 20 per cent of principal and defaulted interest for two 
years, or 8 per cent; second, $30,048,000 of adjustment bonds, 
or 80 per cent of principal. Of the other refunding bonds 
$5,060,000 were to be delivered to an underwriting syndicate 
and $1,000,000 were to be issued to pay for extensions. 
The remaining adjustment mortgage bonds were to be divided 
between $1,000,000 for the underwriting syndicate and $952,000 
for issues of subsidiary companies. 


funding mortgage bonds, 


The stock was to go to 
holders of the old stock on payment by them of an assessment 
of $25 per share. If the old holders failed to meet the assess- 
ment the syndicate could do so and acquire the stock on the 
same terms, $125 par value for $25. For the total of $6,000,000 
refunding and adjustment mortgage bonds the syndicate was 
to provide $3,500,000 cash. 

In the second plan holders of the consolidated mortgage 
bonds were to receive: First, $9,390,000 of refunding bonds, be- 


ing I5 per cent of principal and 10 per cent for interest; second, 


$22,536,000 of adjustment income bonds, being 60 per cent of 


principal, and, third, $9,390,000 in stock, being 25 per cent of 


principal. Stockholders, on payment of an assessment of $45 
per share, were to receive $6,400,000 of refunding bonds and 
$7,200,000 in stock. 5 

With the first plan the cash requirements were $7,500,000, 
of which the syndicate was to furnish $3,500,000 and the stock- 
holders $4,000,000. But under the second plan the cash re- 
quirements were $7,200,000, all of which was to be furnished 
by the stockholders, while the syndicate was apparently elimi- 
nated except so far as one might be formed to supplant stock- 
Therefore, the 
second plan would have borne more heavily upon the stock- 


holders who failed to meet their assessments. 


holders, while the holders of the consolidated bonds would 


have received a less favorable distribution of securities. 
The distribution of the uses to which the cash was to be 
put was different under the two plans. In each case provision 
was made for the payment of receivers’ certificates, franchise 
taxes, renewals of tracks, reorganization expenses and “other 
companies.” Capitalization of these items as well as of unpaid 


‘interest is criticised by the commission. Analysis would prob- 


ably show that some of these items are fairly chargeable to 


_ capital account. 


From its consideration of the securities the commission 
passes to the legal questions affecting its powers and then to 
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the value of the property. The principal point concerning the 
attitude of the commission toward the applicant appears to 
rest upon the judgment of the commission as to whether the 
applicant is to be regarded as seeking a new capitalization or 
whether the old property, with its familiar career of costly 
conversion from one motive power to another and then to still 
another form, is to be accepted as the real applicant. It is the 
conclusion of the commission that it may not approve any 
issue of securities except in “such new amount as shall be 
That is to 
say, the Third Avenue road, in the decision of the commission, 


equivalent to the money or property acquired.” 
lost the tacit acceptance of its past capitalization which it 
might have received had it not defaulted, but, retaining its old 
stocks and bonds, had sought the approval of the commission 
only for such additional securities as it might issue. 

For the purposes of the commission a physical appraisal was 
made of the property, and in this computation no allowance 
appears to have been made for the reasonable expenses aris- 
ing from changes due to progress in the art. Some of the 
discussion of the commission as to the necessity for integrity 
of the capital investment and as to the unpardonable policy 
of charging repairs and renewals to capital account is admir- 
able. 


reasonable costs of making improvements due to developments 


But we believe some allowances should be made for the 


of the art which could not be foreseen and are so radical as to 
require complete reconstruction. We make no plea for im- 
proper enlargement of the capital account, but submit that ‘capi- 
talization on a reasonable basis of the costs of great changes in 
motive power has been accepted for many years in many com- 
munities and that, whatever policy may be adopted in the future, 
the elimination of the securities representing past costs of this 
character is revolutionary. It appears that in this respect the 
commission does not meet justly the fair wants of the unfortu- 
nate investors in the stocks and bonds, who were in peril from | 
bad financial practices and are now in peril from State regula- 
tion. 

It is evident that the commission is actuated by a desire to 
make a fresh start with the smitten Third Avenue road; to have 
the property show physical value and capitalization near equal- 
ity. But if the commission has its own way, for how many 
years can it guarantee to preserve such equality, if the road 
keeps up the service which is now and will be required? When 
other changes are demanded by progress, where can the money 
Expenditures of this nature must 
By its 
opinion the commission announces a policy that precludes future 


be secured to meet them? 
be met either from capital account or from earnings. 


advancement of radical nature and cost at the expense of 
capital account. And by its-estimates of earnings the com- 
mission does not convey assurance that profits will be large 
enough to meet such requirements. 

It may be true, as the commission ventures to say, that divi- 
dends of 6, 7 or 8 per cent probably could have been declared 
from the beginning and yet enough accumulated to write off 
the old horse cars and cable roads that have disappeared. Such 
dividends. were below the going rates for money in the early 
days. Even if a maximum capital account and maximum divi- 
dends prevailed, it is not cant to say that they did so under au- 
thority of existing laws and under conditions which led to the 
easy sale of securities to investors who were without clear 
knowledge or good advice. The community owes these investors 


some reasonable protection. 


496- 
OPERATION OF THE ELECTRIC PACKAGE AGENCY 


The business of the Electric Package Agency at Cleveland is 
the most successful illustration in this country of a large and 
well-developed organization which conducts an express busi- 
ness solely in the interest of electric railways and the public 
served. This agency is an association which is owned by the 
following five companies: The Cleveland Railway Company, 
the Lake Shore Electric Railway Company, the Cleveland, 
Southwestern & Columbus Railway Company, the Northern 
Ohio Traction & Light Company and the Cleveland, Painesville 
& Eastern Railroad Company. 

The agency is unincorporated and in this respect its organiza- 
tion is like that of some of the larger express companies which 
operate on steam railroads. The service which is afforded by 
the agency extends in the main between Cleveland and the 
communities within a radius of about 100 miles in each direc- 
tion excepting north, where Lake Erie lies. By a traffic ar- 
however, between the and the Detroit & 


rangement, agency 


Cleveland Navigation Company, through shipments are han- 
dled between Detroit and points in Ohio reached by the lines 
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superintendent. When Mr. Kenworthy died, in 1908, Mr. 
Hyman was made general manager, also retaining the positions 
of treasurer and auditor. The general organization under Mr. 
Hyman comprises a superintendent and auditing department. 
In addition there are the forces of employees at the 79 offices 
of the agency and messengers on the ‘cars, making a total 
number of employees of the agency of 200. ‘Thus the agency 
has a much larger organization at its command than any one 
of the individual companies could afford to maintain. 

Outside of the advantages which the existence of a large and 
more able organization provides there are other advantages 
in unified management which have been found to result in 
increased business, better facilities for service and economy. 
In view of the successful results obtained by the agency and 
the long study which has been devoted to the development of 
its service Mr. Hyman has been asked by. the Etecrric RatL- 
Way JOURNAL to express his opinions regarding various fea- 
tures of the business and their possible application to the ex- 
press service of other electric railways. 

Mr. Hyman believes that the introduction of express or 
freight service'on an electric railway is a development which 


Electric Package Agency—Interior View of Cleveland Station 


of the agency. There is also considerable local business be- 
tween the communities in different sections of Ohio where 
there is interchange of trade that does not pass through Cleve- 
land. 

The agency is solving a problem regarding the operation of 
express services which was a difficult one. The agency oper- 
ates cars over a total of about 614 miles of track, divided 
as follows: The Cleveland Railway Company, 35; the Lake 
Shore Electric Railway Company, 171; the Cleveland, South- 
western & Columbus Railway Company, 217; the North- 
ern Ohio Traction & Light Company, 126; the Cleveland, 
Painesville & Eastern Railroad, 65. The reason for the in- 
terest of the Cleveland Railway Company in the operations 
of the agency is the ownership by that company of the tracks 
within the city of Cleveland over which all the interurban 
lines entering the central business district of that city have to 
be operated. The agency has a warehouse and general office 
building in the central business district of Cleveland in which 
its operations in that city are conducted. 

The business of the Electric Package Agency was started in 
1898. Edgar H. Hyman, the present general manager of the 
property, entered the service in June, 1899, as assistant auditor 
and was made auditor on Aug. 1 of that year. Later he was 
made treasurer and auditor and continued in that position dur- 
ing the period when Charles A. Kenworthy held the office of 


should be considered with reference to the particular opportuni-. 
ties afforded by each locality. No electric railways, in his 
judgment, should attempt to inaugurate a business of this 
character unless they are fully prepared to give such good 
service that they will. please patrons, attract business from 
other directions and develop new sources of traffic. No com- 
pany should endeavor, in his opinion, to provide both a freight 
and an express service. After careful investigation of the’ 
territory either one class of service or the other should be 
adopted. The two classes cannot be combined successfully. 
The territory justifies either an express service or a freight 
service and judgment in each individual case should deter- 
mine which service is the better to install. 38 
The method of operation as well as the organization of the 
agency is similar to that of the large express companies. It 
includes wagon delivery and pick-up service wherever such 
service is afforded by the larger express companies with which 
the agency is in competition. Every effort is made to originate 
new business. While the agency secures all the business it can 
for its own cars, it has tonnage arrangements with the Ameri- 
can Express Company, the Wells Fargo Express Company, the 
Pacific Express Company and the United States Express Com- 
pany and carries packages as far as it can on its own lines with 
transfer to other companies where goods are consigned to 
points which can be reached only in that way. The agency 


OCTOBER I, I9IO.| 


advertises that it conducts the package freight business of the 
companies by which it is controlled. 

The financial operations of the agency are entirely separate 
from the general operations of the railway companies. The 
agency collects its own revenues and after paying its expenses 
divides the balance of the earnings among the five companies 
in an equitable manner. 

Three men are carried om every express car, a motorman, 
a conductor and a messenger. Baggage of passengers on the 
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business in his territory. The Cleveland agent devotes a large 
part of his time to the solicitation of business. An endeavor 
is made to secure intelligent drivers for the 50 wagons main- 
tained at different points served by the agency. It has been 


found that these men, if carefully instructed and attentive to 
business, become well acquainted with the shipping interests 
and are able to keep in close touch with whatever business is 
likely to be offered for shipment. 

Some agents are employed on a commission basis and others 


Electric Package Agency—Yard and Station at Cleveland 


Tegular interurban passenger cars operated by the various 
companies is carried on the cars of the Electric Package 
Agency. No charge is made for the transportation of bag- 
gage unless it is of excess weight, in which case rates are 
charged that correspond with the regular steam railroad rates 
for similar service. Credit is given on outgoing shipments of 
some shippers, but ordinarily collections are made within two 
or three days of the time the service is rendered. With large 
shippers weekly accounts are carried. Every endeavor is made 
to provide good service and about 25 cars are operated each 
day from Cleveland to points on the four interurban lines. For 
the various short trips between local points on various lines 
and other points which can be reached without sending the 
shipments through Cleveland about 25 more cars are operated 
a day, making a total of 50 cars. 

Until 1909 the rates of the agency were the same as the 
express rates charged by the large express companies. At that 
time the latter companies raised their rates. No changes have 


are paid salaries. Practically civil service rules prevail in 
advancement from one position to another. Reports are made 
by some offices every month and by others each week, according 
to the amount of business transacted. Nearly every place oc- 
cupied as an agency throughout the territory covered is rented. 
In all of the communities except Cleveland very little space is 
sufficient for the needs of the agency. 

The business in summer is largely increased by traffic to the 
summer homes of residents in Cleveland and by the fruit 
trafic. Hundreds of ‘residents of Cleveland have summer 
homes: between Cleveland and Willoughby on the line of the 
Cleveland, Painesville & Eastern Railroad Company and also 
on the line of the Lake Shore Electric Railway Company, and 
many receive boxes of provisions from Cleveland each day. 
During the fruit season the cars are heavily loaded. When 
the movement of fruit is heaviest the superintendent of the 
agency spends all of his time on the system in order to see 
that the business is properly handled. At times one car has 


been made by the Electric Package Agency. The number of 
offices is increased gradually as the opportunities for business 
develop. No regular solicitors are maintained at the offices 
Mr. Hyman believes that the practice of maintaining regular 
solicitors to circulate among the different communities served 
by the agency is not desirable. He thinks that such solicitors 
are not sufficiently acquainted with local conditions prevailing 
in each community to accomplish the same results that a local 
agent can secure. It is the business of each agent to solicit 


Electric Package Agency—Delivery and Receiving Side of Cleveland Station 


carried 20 tons of fruit. Such loads have been experienced 
generally in the peach season. All shipments are weighed on 
scales and the charge is made in accordance with the weight. 

It has been found advantageous to adjust claims by the call 
of a representative of the agency rather than by mail. When 
a claim is paid it is delivered in person by a representative of 
the agency. From 40 to 50 men are employed at the Cleveland 
warehouse, which is open day and night in order that shipments 
may be handled without delay. 
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NEW OPEN CARS OF THE MASSACHUSETTS ELECTRIC 
COMPANIES 


The management of the Massachusetts Electric Companies, 
operating the Boston & Northern Street Railway and the Old 
Colony Street Railway, fully appreciates the value of open cars 
in stimulating summer pleasure travel on cross-country lines. 
To enable these companies to handle the 1910 summer traffic 
more satisfactorily it was decided last January to add 40 new 
open cars to the equipment of the two systems, 24 cars being 


Massachusetts Electric Companies—Fourteen-Bench Open Car 


assigned to the Boston & Northern and 16 to the Old Colony. 
Thirty-two of the new cars have 14 benches and the remainder 
are 12-bench cars. The new rolling stock was designed and 
constructed under the direction of E. W. Holst, superintendent 
of equipment of the Boston & Northern and Old Colony. The 
interesting features of this order for rolling stock are the 
rapidity with which the work of design, manufacture and erec- 
tion took place, and the determination of the weights in detail 
of each type of car, the latter work being done with the same 
degree of thoroughness as was the case with the new light- 


14 BENCH OPEN CARS. 


Boston & Northern St. Ry. Co. 
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bodies were completed on Jan. 25. The work of the manufac- 
turers of the bodies and trucks was closely followed, the system 
of keeping track of progress in the shop being that described in 
the ELecrric RAILWAY JourNAL of April 2, 1910, page 622. A 
typical progress sheet of these cars is shown. The general plan 
of following the work is by tabulating the car numbers in a 
primary column, with sub-columns headed by each of the more 
important steps in the construction of the equipment from the 
drawing board to the operating car house. As fast as a car 
reaches a given stage of completeness the date is entered in the 
table opposite the car number and 
in the proper column. The data 
are obtained from the company’s 
inspectors, and blue prints are 
prepared periodically and sent to 
the proper officials showing at a 
glance the progress of the work. 
The typical sheet reproduced 
shows that erection was begun on 
Feb. 10 upon four of the 14- 
bench cars, and that the first car 
was shipped on March 26, The 
last car was shipped on May Io. 
All cars were completed and in 
operation on May 28; the first car 
was placed in service on May 7. 
There was a delay of about 10 
days in receiving the 12-bench 
cars. The final work of equip- 
ping the cars was performed at 
the Chelsea shops of the Boston & 
Northern Street 
pany and at the Campello shops 
of the Old Colony Street Railway Company. For the sake of 
convenience and on account of limited shop capacity the cars 
for the Boston & Northern were received at Lowell, Mass. 
The motors were mounted on the trucks at this point, the 
trucks were placed beneath the bodies, and the cars then hauled 
to Chelsea. Motors, trucks and car bodies were shipped sepa- 
rately to Lowell. The cars for the Old Colony were received 
at East Weymouth and hauled to Campello. 

An exterior view is shown of one of the 14-bench cars. The 
bodies were built by the John Stephenson Company, of Eliza- 
Car Bodies - Built by The John Stephenson Co. 


Trucks - Built by Standard Motor Truck Co. 
Equipment- Furnished by Gen. Elec. Co. 
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Massachusetts Electric Companies—Form Used for Recording Progress of Construction of Cars 


weight semi-convertible cars designed by Mr. Holst and de- beth, N. J., 
scribed at length in the Erecrric RatLway Journat of April 2, 
IQIO. 

Recommendations for open cars for the season were called 
for on the morning of Jan. 11, and estimates of the cost of the 
cars were submitted in the afternoon. Instructions were given 
to proceed on Jan. 12. The leading car and truck builders 
were immediately called by telephone, and between Jan. 11 and 
14 specifications were prepared by the superintendent of equip- 
ment. On Jan. 14 the contracts were closed for the bodies, 
trucks and electrical equipment. Detail designs of the car 


and are 37 ft. I in. long between corner dasher 


centers. The width over the side sills is 7 ft. 5 in. and the 
width over all is 9 ft. The seating capacity is 70 persons. The 
electrical equipment includes four GE-80 motors, with a 
gear ratio of 22 to 64; General Electric K-28-J controllers, 
Mosher arc headlights and General Electric air-brake ees) 
ment with CP-27 compressors and MC governors. The trucks 
were built by the Standard Motor- Truck Company and are 4 
the o-50 type, with a wheel base of 4 ft. Io in., 33-in. cast-iron 
Griffin wheels, 334 in. x 7 in. M.C.B. journals. 


posts, 40 ft. Ir in. long over bumpers, and 22 ft. between truck — 
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12-bench open cars 14-bench open cars 
No. per Total lbs. No. per Total lbs. 
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MEETING OF INSURANCE COMMITTEE 


A meeting of the insurance committee of the American 
Street & Interurban Railway Association was held at the office 
of Secretary Henry J. Davies of the Cleveland Railway Com- 
pany, Cleveland, Sept. 24. The members of the committee 
present were: Henry J. Davies, chairman; F. A. Healey, Cin- 
cinnati, and S. L. Tone, Pittsburgh. Others in attendance at 
some of the sessions were Henry N. Staats, manager of the 
American Railway Insurance Company, and W. G. Asmus, 
engineer of the American Railway Insurance Company; 
Everett U. Crosby, manager, and H. Walter Forster, engineer, 
of the Independence Inspection Bureau, and G. L. Radcliffe, 
superintendent of the Cleveland Railway Company. 

The report of the committee as decided upon at the session 
embodies a number of important recommendations. They will 
include recommendations for the appointment of an insurance 


expert with authority to employ all necessary assistants, for 
the appraisal by independent appraisers of all insured proper- 
ties and for the employment by each electric railway company ; 


of an insurance inspector with authority to criticise and con- 
demn conditions and recommend: imprevementts in property 
or methods or the assignment of these duties to some officer 
of the company. The report will also emphasize the impor- 
tance of paying particular attention to the inspection of car 
wiring and the wiring of buildings. It will also recommend a 
method for the protection of car yards, which have been re- 
garded by insurance companies as hazardous risks, and for 
which no adequate protection has until recently been sug- 
gested, and in this connection will describe the equipment of a 
Cleveland car yard with standpipes and nozzles. It will rec- 
ommend that chemical fire extinguishers be carried in inter- 
urban cars so that fires in them, when they are far from city 
fire departments, may be extinguished in their incipiency. In 
conclusion, the report will call attention to the recommenda- 
tions made in previous reports and will urge the members to 
put their properties in such condition that they may demand 
lower rates of insurance, and failing to get them may safely 
carry their own risks either by individual insurance funds 
accumulated from month to month, by a joint fund or by the 
maintenance of their own insurance company. 

After luncheon at the Union Club the members of the com- 
mittee and guests were taken in automobiles to witness the 
operation of the sprinkler system at the Windermere car house 
and later on to see the first test of a new system of protecting 
cars in yards at the Woodhill Road yards of the Cleveland 
Railway Company. This system was designed by Henry N. 
Staats, manager of the American Railway Insurance Company, 
and consists of a number of standpipes 20 ft. high, 7 in. in 
diameter at the base and 4 in. in diameter at the top. Each 
standpipe is surmounted with a nozzle. Near the top of th 
standpipe also is a small platform reached by a metal ladde 
and from this platform a man can direct a stream of we 
1% in. in diameter in any direction desired. 

A. 750-gal. electrically driven 1 Saale pump is us 
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CITY DESIGN AND TRANSPORTATION * 


BY M. WATTMAN, MANAGER OF THE MUNICIPAL TRAMWAYS OF 


COLOGNE. 


One of the marked characteristics of the last few decades, 
both in Europe and America, is the rapid growth of city 
population in contradistinction from country population. The 
attractions which a city affords to those of leisure in the way 
of pleasure and intellectual pursuits, the opportunities which 
it offers to the working classes in the diversity and extent of 
employment, and the advantages which it provides to man- 
ufacturers in the way 
of shipping facilities 
and to the public in 
general in the con- 
veniences of shop- 
ping, are making city 
residence very desir- 
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City Planning. Fig. 1—Center Reser- 
vation with Tracks on One Side 


able to all classes. In fact, this has become so distinctly the 
case that municipal questions are among the most :mportant 
sociological problems of the age. 

The most serious of these problems is the housing of the 
inhabitants. Even the well-to-do can afford to occupy only 
a small expanse of the ground area and are obliged to live 
in most cases in apartments rather than in individual houses. 
The congestion in the poorer sections of the city is necessarily 


City Planning. Fig. 2—Center Reservation with Tracks on 
Each Side 


far greater and in the poorest districts municipal authorities 
are often unable to secure the thorough enforcement of even 
the most elementary laws of health and sanitation. The im- 
possibility of lateral expansion has forced an expansion up- 
wards, with the inevitable deprivation to a large proportion 
of the population of the amount of light and air which the 
laws of health require. The ultimate effect of this, especially 
upon children, cannot be negligible. An environment of nar- 
row courts, dark stairways, small and crowded rooms, must 
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City Planning. Fig. 6—Street in Kénigsberg Alongside of 
Parks 


e detrimental to the physical and moral development of the 
ising generation. 

The greatest need of our large cities is in the reduction of 
his evil through lateral expansion, which is made possible 
nly by means of adequate and rapid transportation. With 
orse cars but little relief could be afforded, but the develop- 


* Abstract of a report presented at the meeting of the International 
eet and Interurban Railway Association, Brussels, Sept. 6-11, 1910. 
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Fig. 4—Street in Dusseldorf; Tracks 
on Side Reservations 
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ment of electric railways during the past 20 years provides 
a possible solution of this problem because it increases enor- 
mously the space available for city expansion. 

DEPENDENCE OF COMMUNITY ON ELECTRIC CARS 

It is difficult to determine the proportion of people who use 
the electric cars to go from one point to another within the 
city in preference to other means of movement, but a few 
figures which have been compiled will be of interest. These 
figures were obtained by making a record of the number of 
persons traveling in tramway cars, in other vehicles, by bicycles 
and on foot, on typical days, past different important points 
in the cities mentioned. 

A record taken at two important points in Copenhagen dur- 
ing November, 1907, shows: number in vehicles, 3181; on bi- 
cycles, 4153; foot passengers, 22,289; in tramway cars, 12,000. 
In other words, the tramway cars carried 29 per cent of the 
total number of the persons passing the two points con- 
sidered. At Aix-la-Chapelle during a féte on July 10, 19009, 
a record was made at ten different points and it was found 
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Fig. 5—Rheinstrasse in Friedenau; 


Tracks on Side Reservations 


the number of persons traveling in the tramway cars was 
250,574, or almost 50 per cent. In Dresden a similar record was 
made in 1908 at one of the principal bridges connecting the 
two parts of the city, and over 50 per cent were found travel- 
ing by electric cars. A record made Sept. 18, 1908, in Lucerne 
showed 20 per cent. In Cologne a count made on two bridges 
crossing the Rhine showed only 12 per cent foot passengers 
and 88 per cent tramway passengers. 


City Planning. Fig. 3—Kurfurstendamm in Berlin; Track 
Too Near Trees 


In general it can be stated that the number carried in the 
tramway cars is between 20 and 50 per cent of the entire cir- 
culation, and this percentage under special conditions will be- 
come much larger, as in the case cited in Cologne. It is safe 
to say, therefore, that in large cities the tramway system oc- 
cupies a preponderating position in local communication and 
that its proper and logical development and extension not 
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City Planning. Fig. 7—Wide Street in K6énigsberg 
Alongside of Parks 


only have a most important bearing on the development of 
the city which it serves, but that the expansion of the city 
is directly affected by the layout of the transportation sys- 
tem, the service given and the speed attained on these cars. 
RELATION OF TRANSPORTATION FACILITIES TO CITY PLANNING 
Owing to this close interrelation it would seem almost self- 
evident that municipal authorities and engineers would obtain 
the collaboration and advice of the representatives of their 
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local railway systems whenever new portions of the city are 
laid out so as to determine the best way of serving these sec- 
tions by tramways. Somewhat strange to say, this is rarely 
done. Of the 73 companies which have replied to the data 
sheet of the commitee on this subject, 60, or 70 per cent, stated 
that they possess no influence with the municipal author- 
ities in regard to this matter and are never consulted when 
new streets are laid out. Twelve companies reported that 
they are consulted in regard to the transportation features in 
work of this kind when it is supposed that they have an in- 
terest in furnishing the service. Finally the officers of I0 
tramways, for the most part municipal enterprises, are asked 
regularly to assist in the establishment of plans of this kind. 


: 3.50 oa 
City. Planning. Fig. 8—Agnes-Ber- y 
nauerstrasse in Munich; Tracks in 
Reservation, Lined with 
Shrubbery 


This condition of affairs undoubtedly explains the very 
grave errors made in the offices of municipal architects when 
it comes to providing transportation facilities in new districts. 
Undoubtedly the intentions of these architects are the best, 
but by ignoring what in a sense is the most important and 
vital part of city planning they make mistakes which forever 
handicap and hamper the district which they have laid out. 

An unfortunate feature of the entire situation is that in the 
older portions of the city all transportation has to be furnished 
under conditions originally designed for animal traction. It 
is impossible materially to alter this situation, but in the newer 
portions of the city full advantage could and should be taken 
of the great flexibility and adaptability of design possessed 
by the electric railway system. As will be explained later, 
among the points which municipal architects through ignorance 
of the practical conditions of electric railway operation are 
apt to overlook are the following: width of roadway; position 
of tracks in the streets; facilities for the establishment of 
car houses so as effectively to serve the different lines operated 
by them; facilities for turn-outs and cross-overs; locations of 
crossings; number of railway lines required to serve the com- 
munities of different size, etc. 

THE MODERN SCIENCE OF CITY PLANNING 

Modern ideas in city planning, very wisely, no longer favor 
the old idea of the rectangular arrangement of a city with 
all streets either parallel to or at right angles to each other. 
Such streets not only give an impression of monotony but their 
busy corners constitute serious obstacles to the circulation of 
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City Planning. Fig. 9—Hardenbergerstrasse, Berlin; Tracks 
on Center Reservation, Lined with Shrubbery; 
a Good Arrangement 


tric cars, etc., one on the cross street, the other on the longi- 
tudinal street, are forced into the narrow confines of a cross- 
ing no broader than each of the streets which meet: at that 
point. The result is not only danger but a cause of delay to all. 

Modern city architects seek not only to give their creations 
a picturesque appearance by avoiding so far as possible the 
interminable perspective presented by a long and straight street, 
but also to arrange the crossings of the important thorough- 
fares in such a way as to avoid congestion. The former ef- 
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fect is accomplished by interrupting the straightness of the 
streets by angles or turns, and by the introduction of squares 
and plazas, and the latter by providing broad thoroughfares at 
intervals, still further widening them where they cross other 
important streets. These broad thoroughfares naturally be- 
come the commercial streets of the city, whereas the cross © 
streets are naturally better suited for . residential purposes. 
In the latter greater liberty can be taken in departing from 
straight lines, whereas the business streets should be arranged 
so as to facilitate traffic as far as possible. It is indispensable, 
however, in all work of this character for the engineer or 
commissioner in charge to realize that the new city or portion 
of the city which he is designing is not merely a work of art. 
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City Planning. Fig. 1o—Boulevard Between Lille, Roubaix and 
Tourcoing, with Roadway, Riding Path, Sidewalk, 


Auto Road and Trolley Tracks 


It is primarily an object of utility and will lose its value if 
its artistic features hamper or obliterate its useful qualities. 
Some of the more important of these points, so far as they 
concern transportation by electric cars, will now be dis- 
cussed. 
WIDTH OF STREETS 

The first consideration is the width of the streets. With 
tracks in the middle of the street and room on each side for 
one line of carriages the street should have a width of from 
33 ft. to 35 ft. when the width of the car is about 7 ft. Cars 
can make a maximum speed of 10 m.p.h. on such streets 
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OQistonce between Stopping Ponts in Feet 
City Planning. Fig. 11—Diagram Showing the Relation 

Between Schedule Speeds, Distance Between Stopping 
Points and Maximum Speeds 


even if there is considerable traffic, and if the street was slightly 
wider could make from 11 to 12 mp.h. It is much better, 
however, to have the space on each side of the track wide 
enough to admit the passage of two vehicles side by side 
the passage by one carriage of another standing close to t 
curb. This means a width of street of from 50 ft. to 55 | 
and if the vehicle traffic does not trespass too frequently on t 
space reserved for the cars the latter can operate at from T- 
to 15 m.p.h. 
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RESERVATIONS 

The next step is to provide more or less of a reservation 
for the cars. This plan will greatly reduce collisions be- 
tween cars and vehicles. Accidents of this kind can be di- 
vided into two classes; one in which the vehicle is crossing 
the track from a side street and the other in which the vehicle 
is struck from. behind by the car. Of these, the former is 
not only much less common, because the driver of the vehicle 
is in a position to see an approaching car, but the consequences 
are apt to be less serious because the driver is less liable to 
be pitched forward onto the tracks. A collision between a 
carriage and a car going in the same direction is impossible if 
the tracks are on a reservation. When laid in this way, the 
maximum speed of the cars can be 20 m.p.h. and if the pre- 
cautions described later are adopted there is no reason why 
the speeds cannot be raised to 25 m.p.h. with no more danger 
than at present. Such reservations can be paved, as on Bis- 
marckstrasse in Berlin, or turfed, as on Hartenbergerstrasse. 
The cost of track construction and track maintenance on reser- 
vations of this kind is of course less than in paved streets 
because T-rails on wooden ties can be used. Typical sec- 
tions of streets, some with reservations, are presented. The 
dimensions in all cases are in meters. 

Fig. 1 shows a very common construction in which the area 
in the center of the street is reserved for pedestrians and the 
two tracks are at one side of this reservation. The chief 
objections to this plan are that access of passengers to the 
cars operating on the right-hand track is not easy. It will 
also be noticed that the cars on one track travel in an op- 
posite direction to the traffic. 

Fig. 2 shows an arrangement in which there is a track on 
each side of the reservation. When these trees are lindens, 
maples, elms or chestnuts, the maximum distance between the 
nearest rail to the trees should be not less than 10 ft. Other- 
wise it will be necessary to trim the trees so much as to injure 
their appearance. Access to the cars from the sidewalks is 
rather difficult and the separation of the tracks makes the in- 
stallation of cross-overs awkward. Fig. 3 shows a section of 
Kurfurstendamm, in Berlin, where the reservation was so nar- 
row that the trees had to be trimmed excessively. When the 
two tracks are placed on the same side of the reservation the 
width of the roadway should be 33 ft. to allow carriages 
to pass. When they are separated by the reservation 23 to 24 
ft. will answer. 

Neither the arrangement shown in Fig. 1 nor that in Fig. 2 
is very satisfactory for passengers boarding or leaving the 
cars, as they are obliged to cross the entire distance of the 
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City Planning. Fig. 16—Junction of Cross Street and 
Longitudinal Street; Views of Cars Hidden 
; \ by Shrubbery 


roadway. The writer does not consider the fact that the cars 
run in an opposite direction to the rest of the traffic a dis- 
dyantage, because the motorman and the driver are looking 
ward each other and collisions are much less liable to occur 
if they were going in the same direction. 

ig. 4 shows a section of a street at Diisseldorf where the 
cks are on a reservation on each side of the street and 
5 a street at Friedenau where the same arrangement is 
ed, but each track is flanked with two rows of trees, which 
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in this case are set too near the track. The most serious 
objection to locating the tracks next to the sidewalks, as in 
these two sections, is that drivers of vehicles on cross 
streets cannot get a good view of the approaching car. The 
wider the sidewalk or the further back the buildings are set 
from the street, the less is this danger. On the other hand, 
a location of tracks on the side or sides of a street is very 
satisfactory when they pass a park, as shown in Fig. 6, pro- 
vided the shrubbery in the park is not so high as to conceal 
a view of the approaching car. The arrangement shown in Fig. 
6 is used in KG6nigsberg. The objection has been raised that 
the location of the track next to the sidewalk interferes greatly 
with the operation of wagons delivering merchandise to resi- 
dences. Personally the writer does not think this objection 
serious, as he has 
seen this system of 
construction used 
satisfactorily even in 
commercial streets. 

Fig. 8 shows a 
system of center 
reservation used in 


Munich. Here the 
vegetation on the 
reservation is lim- 
ited to grass and 


shrubbery. A some- 
what similar ar- 
rangement in Berlin 
is shown in Fig. 0. 
These plans are ad- 
mirable from every 
point of view, be- 
cause the reserva- 
tion is broad enough 
to admit of aisles of 
safety. From an esthetic standpoint also the arrangement is an 
attractive one. 

A most elaborate system of reservation is that adopted on 
a boulevard 165 fit. wide between Lille, Roubaix and Tourcoing 


City Planning. Figs. 12 to 15—In- 
correct and Correct Methods of 
Planning Plaza; the Points 
Marked H Show the Proper 
Stopping Points for the 
Cars 


City Planning. Fig. 17—The Junction of Cross Street and 
Longitudinal Street; Clear Views of Approaching 
Cars Are Obtained 


(see Fig. 10). Separate portions of the roadway are reserved 
for wagons and other vehicles, for pedestrians, for bicycles, for 
persons on horseback, for automobiles and for the electric 
railway cars. The boulevard is about 12 miles long and in the 
form of a Y. 

THE EFFECT OF STOPS ON MAXIMUM AND SCHEDULE SPEED. 

The time required to make.a stop can be divided into the 
time lost while braking, the time lost while accelerating and 
the actual time during which the car is not in motion. The 
fatter in turn varies with the number of passengers boarding 
or leaving the car. Observations made on the Cologne tram- 
ways indicate that the minimum length of absolute stop is 5 
seconds, which is the time required for only one passenger to 
board or leave the car. For two passengers boarding or leay- 
ing the average time of actual stop is 9 seconds, for 3 per- 
sons 12 seconds, and for each additional person 2 to 3 seconds. 
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The average actual stop is 10 seconds. If to this we add the 
time lost during accelerating and braking as compared with 
that of the car if it had made no stop we obtain the total time 
lost by a stop. Assuming an acceleration of I m.p.h.p.s., a 
deceleration at the same rate and an average stop of 10 sec- 
onds, the following table is obtained. 
Speed of car in 

miles per hour. 


Loss of time for each 
stop in seconds. 


25 35 
20 30 
15 25 
12 22 
sae) 20 


From these data the series of curves, Fig. 11, has been pre- 
pared to show for different maximum speeds in miles per hour 
the schedule speed in miles per hour, with different distances 
between stopping places. The convenience of the public as well 
as the best interests of the railway company dictates a much 
greater average distance between stopping points than is now 
obtained on most roads. 

DESIGN FOR CROSS STREETS 

Figs. 12-15 show four types of crossing of three streets. Fig. 
12 is the old method of designing a crossing of this kind. The 
streets meet in a plaza, but the plan is objectionable from a 
transportation standpoint, because a car can cross the plaza only 
at reduced speed. The designs shown in Figs. 13, 14 and 15 
are much superior. The proper points for stopping the car in 
each case are marked H in the drawings. 

Fig. 16 shows an undesirable method of making a junction 
of a cross street with a main street, because the approaching 
cars are concealed by the shrubbery. Fig. 17 is a much better 
arrangement. 
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CAR FIRE IN THE PAINT SHOP OF THE CLEVELAND 
RAILWAY COMPANY 


The accompanying illustrations show the results of a fire in 
a car in the paint section at the Windermere shops of the 
Cleveland Railway Company on Sept. 9. The fire had its origin 
in one of the window blinds and is supposed to have been 
caused by the blaze of a torch used in burning paint off the 
cars. It smoldered there for some time, but finally broke out 
into a blaze and burned through the roof. The heat opened a 
sprinkler head not far away. The blaze outside was held in 


Partial Destruction of Car Roof in Cleveland Paint Shop 
Fire “ 


check while a water curtain was formed about the car. The 
fire then ate its way down through the ceiling of the car and 
spread to some extent on the inside. The seating was set on 
fire by the fall of a metal curtain roller. By this time the fire 
was discovered and a hose was turned onto the car by some of 
the men. The throwing up of the water on the inside made 
the burned parts in the ceiling and roof give way, thus form- 
ing an opening. It is believed that the sprinklers would have 
controlled and extinguished the fire easily without the aid of 
the hose line. 
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EUROPEAN TRACK IMPROVEMENTS 


At the Brussels meeting of the International Street & In- 
terurban Railway Association, held Sept. 6 to 11, 1910, a report 
on recent improvements in track was presented by Arthur 
Busse, chairman of the track committee and chief engineer of 
way and structure of the Grosse Berliner Strassenbahn. The 
report first discussed the subject of operating over parked 
tracks. This practice has gained in favor both with the munici- 
palities and the railways. Some of the pioneer work done by 
Mr. Busse in this form of construction was illustrated and 
described on page 943 of the issue of the Errcrric RAILWAY 
JourNAL for Oct. 30, 1909.. The report states that the annual 
cost of watering and otherwise maintaining the parked or 
turfed section in Berlin-Charlottenburg has been only 20 pf. 
per square meter (0.5 cent per square foot). In such places 
the motor oil cups require special attention to prevent leakage, 
because oil impairs the growth and appearance of the grass. 
It is also suggested that concrete ties or stringers would be 
more desirable in the parked sections, as the wooden ties rot 
faster than in the ordinary paving. On important streets, 
where the conditions do not make parkways practicable, Mr. 
Busse prefers a street construction where the spaces between 
the rails and for about 1% ft. on each side are paved with 
block, while the rest of the street is paved with asphalt. The 
junction between the two classes of paving is usually well 
maintained, because both have like coefficients of elasticity. 


LU ee ca RR AE SS SE SEES SENT SITS TL 


31740 


LL SS ES 11 | 
pi ee ee 14073 


13630 
14550 


Progress of Thermit Rail Joint Installations 


In this connection the possibility of using a new elastic paving 
known as Aeberli macadam is suggested. This material, now in 
use along the tracks of the Montreux (Switzerland) Street 
Railway, is made as follows: Broken stone is mixed with 
very soft tar and, after heating. heaps of the mixture are coy- 
ered with sand to ferment for two weeks to several months. 
The sand is then thrown off and the stone is spread and used ~ 
like ordinary tar macadam. It is hoped that this material will | 
prove as noiseless as asphalt and be more durable. 7 

The chapter on rails refers to the standardization report ren- 
dered at the 1909 meeting of the German Street and Interur- 
ban Railway Association, wherein it was .stated that rail 
standardization in Germany could be considered an accom- 
plished object. The report presents details showing the di- | 
mensions of four types of standard rails for tangents and four 
standard rails for curves. There is an increasing tendency to 
use guard rails of manganese steel, nickel steel, titanium steel 
and the like. Mention is made of the excellent results ob- 
tained with titanium steel on American steam lines like the 
Baltimore & Ohio and the New York Central & Hudson River 
railroads. The results obtained with manganese steel by the 
Boston Elevated Railway are also quoted. ’ 

The section on rail joints contains some interesting data on 
various types of joints, including the Falk cast-welded joint 
and the Goldschmidt thermit joint. The Falk joint enjoys 
great favor in Belgium, Holland, Spain and France, but has n 
been so widely adopted in Germany. The Brussels Tramwa 
have welded 50 to 60 of these joints in one day at an avere 
cost of 12.5 francs ($2.38), exclusive of paving charges. 
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Rotterdam Tramways report only 12 failures of 12,000 Falk 
joints installed during the last five years. The thermit joint has 
made notable progress and nearly all the companies using it re- 
port very satisfactory results. The diagram on page 504, re- 
produced from Mr. Busse’s paper, shows the increase in the 
use of this joint from 1900 to 1909, inclusive. The total num- 
ber of thermit joints at the end of 1909 was reported as 286,- 
182. In the diagram mentioned “a” with a total of 149,314 
represents Europe, ‘b” with a total ‘of 76,766 represents Amer- 
ica and “c” with a total of 60,102 represents the installations in 
she rest of the world. The report concludes with a descrip- 
tion of various forms of special work, concrete tie construc- 
tion, etc. 
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NEW FRANCHISE CONDITIONS IN PARIS 


The new franchise granted to the company controlling the 
tramway and omnibus systems in Paris assures important 
improvements. The property comprises two principal under- 
takings. One, the tramway department, has received from the 
French Government and the city of Paris a new franchise. 
The other department, that of motor busses, has received a sep- 
arate concession. Under this franchise motor busses will re- 
place within three years the horse busses. There were 11.000 
horses in the service as it existed prior to the grant of the 
new franchise. Among the other changes will be the introduc- 
tion of the overhead trolley for tramways, although the under- 
ground conduit is prescribed in certain parts of the city and 
the surface contact systems will not be converted. Fares have 
been reduced. Under the former franchise the fares on the 
tramway cars were I5 centimes for second class and 30 cen- 
times for first class. The latter entitled the passenger to a 
transfer. Under the new franchise the zone system of fares 
will be used as described below and transfers are abolished. 

CONSTITUTION AND BY-LAWS 

The exact name of the company operating both tramways 
and omnibuses is given in the constitution and by-laws as 
Entreprise Générale des Omnibus. It is usually called the 
General Omnibus Company as before. The corporate life of 
the company, which under the terms of the original charter 
was to terminate on May 31, 1910, has been extended to Dec. 
31, 1955. The capital is to be increased from 17,000,000 francs 
to 80,000,000 frances, divided into shares of 500 francs each. 

The board of directors cannot dispose of immovable prop- 
erty of a value greater than 50,000 francs without authority 
from the stockholders. 

During the period of transformation and up to Dec. 31, 
1914, at the latest, the following shall be charged to construc- 
tion: The amount necessary to pay dividends on the new 
capital stock in case the profit should be insufficient, the rate 
to be fixed by the stockholders on recommendation of the board 
of directors and to be at least 4 per cent per year, but not 
more than 5 per cent; losses from operation in case they should 
take place; interest on loans. 

The surplus of the company, as shown by the annual in- 
ventory, after deducting general expenses, fixed charges and 
amortization allowances, will constitute the net profit. From 


this net profit the following will be deducted : 


First. Five per cent to constitute the reserve fund prescribed 
by law. This payment ceases to be obligatory after the re- 
serve fund amounts to one-tenth of the capital stock. It is to 
be begun again, however, if the reserve fund is reduced below 
the legal limit. . 

Second. The sum necessary to pay the stockholders their 
first dividend of 5 per cent on the amount of capital stock 
paid up and not amortized. In case the profits for any one 
year are insufficient to’ pay this first dividend, the difference 
must be taken from that part of the reserve fund exceeding 
one-tenth of the capital stock. 

Third. The sum necessary to amortize the capital stock in- 


cluded between certificates No. 1 and No. 34,000, or the first 
17,000,000 francs issued, in accordance with the table of 


amortization charges contained in the annex to the old consti- 
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tution and by-laws, provided these shares have not been earlier 
amortized by means of the reserve. 

Fourth. On proposal of the board of directors a sum which 
will be fixed by the stockholders, which in no case will be 
less than 5 per cent of the net profits, is to be credited to a 
fund to amortize the other shares of capital stock which will 
be issued. 

The balance after the deduction of that part of the profit 
which is to be paid in the city of Paris under the franchise 
will be divided among the shares of the capital stock and 
certificates of participation except that portion which is to be 
paid into the reserve and that which is carried over to the 
following year. 

The sums which are transferred from the profits to the 
fund for the amortization of the capital stock will be employed 
each year to retire a certain number of shares. In case of an 
increase of the capital stock the stockholders will decide what 
payments will be made from the profits for the amortization 
of the new shares and this amortization will begin only after 
the number of years so determined. 

The selection of the shares to be amortized will be made by 
means of lot, which will be taken each year, according to the 
method determined by the board of directors, and the numbers 
of the shares so drawn are to be published. The owners of 


‘the shares designated will receive (1) in cash, 500 francs per 


share representing the par value, and also any dividends due 
on Dec. 31 preceding, and (2) a certificate of participation 
in exchange for each share redeemed. These certificates of 
participation give the right to a proportional part of the profits 
(except the first dividend of 5 per cent); also of the assets, 
after all of the shares have been amortized, and they possess 
for the surplus all the rights attaching to shares of stock. 

In case of the retirement of three-fourths of the capital 
stock, the board of directors is required to call a meeting of 
stockholders to consider the question of whether to continue 
the company or dissolve it. To determine this question the 
stockholders must represent at least half of the capital stock 
and the vote should be that of the majority of two-thirds of 
the votes of the stockholders present. 

At the expiration of the charter, or in case of dissolution, 
the stockholders will decide at the suggestion of the board the 
method of liquidation and will appoint one or more liquidators. 
The surplus from the liquidation will be employed, first, in the 
complete amortization of the capital stock if this amortization 
has not already taken place. The remainder, after deducting 
the part due the city of Paris under the franchise, will be 
equally divided among all the shares. 

PRESIDENT’S REPORT 

Of the 34,000 shares of stock of the old company it was 
stated by Eugéne Etienne, the president, at a meeting of share- 
holders on March 23, 1910, that 20,450 had been amortized and 
13,550 were outstanding. Owners of the 34,000 old shares had 
the right to subscribe for 119,000 new shares in the proportion 
of three and one-half new shares to one old share. 

The future fares for the tramways are: For one section 
of the line, 10 centimes for second class and 15 centimes for 
first class: for more than one section of the line, 15 centimes 
for second class and 20 centimes for first class. Special fares 
will be charged outside of the city.. Double fares are to be 
charged for owl service. 

For the omnibuses the same fares will prevail except that 
for more than one section the fare for first class will be 25 
centimes. 

For the omnibus lines the length of each section will not 
exceed 2 miles. A line of more than 4 miles of length is 
divided into three sections. On the tramways the sections are 
generally a little longer. 

The omnibus system in actual use is about 156 miles in 
length. In addition there is an extension of omnibus service 
of about 20 miles which will not be put in operation until the 
receipts of the first part of the system during twelve consecu- 
tive months show at least 1.06 francs per omnibus kilometer, 
A kilometer is equal to 0.62 mile. 
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The payment to the city of Paris includes a fixed payment 
and the payment for maintenance of the paving between the 
tramway tracks. The latter is practically the same as at 
present. For the former the principle has been changed. For- 
merly the tax was based on the number of cars; in future it 
will be based on the percentage of receipts, i. e., 3% per cent 
for omnibus and 6 per cent for tramways, but the latter per- 
centage is to be reduced to a minimum of 3% per cent if the 
operations do not give returns of more than 5 per cent on the 
new capital invested. 

If tramway receipts per car kilometer should amount to 
1.04 francs, the city of Paris can modify the agreement. No 
reduction in omnibus fare can be required unless the average 
receipts per car kilometer exceed by more than 0.05 franc the 
sum of 1.06 francs, 


FRANCHISE FROM THE GOVERNMENT 


The franchise granted by the French Government for the 
Paris tramway system is given for the transportation of pas- 
sengers and baggage and eventually for packages and freight 
when the latter shall be authorized by the government follow- 
ing the submission of maximum charges after an inquiry. 

On Dec. 31, 1950, all rights of the company so far as the 
track and its dependencies are concerned pass to the govern- 
ment, which can immediately enter upon the use of the prop~ 
erty. The company must keep the track and all permanent 
structures on the public streets in good condition. During the 
five years preceding the termination of the franchise the 
government will have the right to appropriate the income of 
the railway and use it or any part of it to maintain the track 
and its dependencies in good condition if the company does 
not fulfil its obligations in this respect. So far as the mov- 
able property is concerned, such as the equipment of the 
stations, rolling stock and the equipment of shops, and immovy- 
able property, such as installation made by the company out- 
side of the streets for the maintenance of rolling stock and the 
installation which the company will make for the production 
and transmission of power for the operation of the line, the 
government reserves the right, without being obliged to exer- 
cise it, of taking over either in its entirety or in part any 
which it considers desirable at the appraised value. This value 
will be paid to the company within six months after the ex- 
piration of the franchise and after the material has been 
taken over. 

The government reserves the right, if it desires, to rent all 
or any part for a period of not less than one year and not 
more than three years at a figure of 4 per cent on the pur- 
chase price for the structures and an appraised figure for the 
other material. The city agrees, if the company should re- 
quire it, to take over also stock, fuel and supplies of all kinds 
used in the operation of the lines at the appraised value, and, 
on the other hand, if the government requires it, the company 
agrees to sell these materials in the same manner. However, 
the government is not obliged to take over any more of these 
supplies than would be necessary for the operation of the 
system during six months. This arrangement applies only 
in case the government decides that the track is to be retained 
either in whole or in part. 

In case the company should make an arrangement for the 
supply of all or part of the electric power or other ‘necessary 
part of the system which is covered in the present franchise, it 
must include in such contract a clause giving it the right to 
continue such arrangement for a period of three years after 
the expiration of the franchise unless it can otherwise compel 
the execution of such a supply. During the last five years of 
the franchise the fixed property of the company is not to be 
sold without the authority of the Minister of Public Works. 

In case the government should decide that the tracks are to 
be abandoned either in whole or in part the tracks shall be 
taken up and the street returned to its original condition at 
the expense of the company without indemnity. 

Under certain conditions the government can terminate the 
franchise before the end of fifty years. 
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All cars on certain lines arriving at their termini before 
7:30 a. m. between Noy. 1 and the end of February and before 
7 a. m. between March 1 and Oct. 31, except on Sundays and 
holidays, are to be known as workmen's trains. On certain 
other lines the hours as set are before 6:30 a. m. between Nov. I 
and the end of February and before 6 a. m. between March 1 
and Oct. 1. Passengers on these trains pay the ordinary 
second-class fare, but pay an increased charge of only 5 cen- 
times for a return ticket. Workmen’s trains will not be re- 
quired on lines whose motive power is being changed. 

Outside companies are to have the right to use the tracks of 
the company on the approval of the government and municipal 
authorities upon payment to the railway company of a pro- 
portional sum based on the ton kilometers operated on the 
trunk line, of the interest on the value of the track and other 
material used, amortization, maintenance and repair, as well 
as a bonus of 25 per cent of the gross receipts based on the 
proportion of the length of the track used in common with 
the total length of the track of the outside company. A some- 
what similar arrangement is made with regard to power. 

The company can reduce the fares at any time, but is not 
allowed to return to the higher fare without giving three 
months’ notice. 

FRANCHISE: FROM THE CITY 

The franchise from the city, dated March 9, 1910, states that 
if the gross receipts from passengers from the tramways, after 
taking into account any insufficiency of receipts in the omnibus 
business, should average, for two consecutive years, more than 
1.04 francs per car kilometer, the city may require the company 
either to reduce its fare or to increase its service provided the 
‘changes do not reduce the average receipts per car kilometer 
below the minimum specified. The insufficiency of omnibus 
business referred to relates to a clause in the franchise relat- 
ing to omnibuses which is of a somewhat similar import. 
These figures for car kilometers are based on a motor car 
of 51 seats. If a motor car of different capacity should be 
employed, the number of seats of each of these cars will be 
considered as 17 plus two-thirds the actual number of seats 
and the seats of these cars thus calculated will be totalized and 
51 seats will be considered as a car in the calculation of the 
average car’s receipts. 
sidered only as three seats for the purpose of this calculation. 

If, owing to the improvements in the art or a reduction in 
taxes, the cost per car kilometer for two consecutive years 
should be reduced more than 0.02 franc, the city will have the 
right to ask for a reduction in the limit of 1.04 francs which 
the company is allowed to earn gross before the city can modify 
the fare. On the other hand, if, through a change in taxes, 
imposed by the city of Paris or the department in which it is 
situated, the expenses per car-kilometer should be increased 
more than 0.02 francs, the company will have the right to a 
corresponding increase in this limit of 1.04 francs. 

After payment of operating expenses of the tramways and 
omnibuses, appropriations for the reserve fund for track, 
rolling stock, and other property, fire and accident insurance 
(except a reserve for benefit funds), interest on loans, amorti- 
zation of company debt and capital and legal reserves, the sur- 
plus will be divided as follows: 

(a) An annual payment during the life of the franchise 
based on 6 per cent of the total amount of the sums determined 
by expert testimony or fixed by arbitration as representing the 
industrial value of all of the assets necessary for the operation 
of the line on June 1, 1910, but the said amount shall not ex- 
ceed 4,000,000 francs. 

(b) Eight per cent on the new capital stock and 3 per cent on 
the new certificates of participation. : 

The amount exceeding this will be divided between the city 
and the company, and the city’s share will be considered as ad- 
ditional taxation. The city will also have the right upon 
the liquidation of the company to one-half of the assets after 
payment of the liabilities and amortization of capital. During 
the period of transformation the company is authorized to 
charge into capital account any deficits in operation, the inter- 


For trail cars, five seats will be con-_ 


OcTOBER I, I910.] 


est on bonds issued and a sum which will not exceed the fol- 
lowing: 

(a) An annual payment of 4 per cent on the total amount 
determined by expert advice or fixed by a board of arbitration, 
representing the industrial value of all of the assets necessary 
to the operation of the line on June 1, 1910, but not to exceed 
3,000,000 francs. 

(b) Interest at 4 per cent without amortization of the total 
capital stock which is actually issued. 

The city has also required the company to agree that its an- 
nual pay roll shall not be less than 4,500,000 francs and has 
minutely prescribed the hours of labor of the employees and 
the wages, benefit payments, etc., which the company must 
make to them, 
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WATTMETERS AND OTHER CURRENT RECORDERS FOR 


; CARS * 


MANAGER OF THE MUNICIPAL TRAMWAYS AT 
FRANKFORT 


BY M. BATTES, 


This subject was discussed in a report presented to this 
association in 1906 and in two reports presented at the Munich 
meeting in 1908. One of these 1908 reports advocated the 
use of current clocks. The other leaned toward the use of 
wattmeters. The discussion at the Munich meeting developed 
such a difference of opinion upon the best method of measur- 
ing energy consumption that the subject was continued at the 
present session. There are three methods in general use: 
current clocks, wattmeters and ampere-hour meters. A few 
of the principal facts reported in this connection by important 
companies are given below: 

The Amsterdam municipal tramways have used current clocks 
on all of their 235 motor cars since 1908 and prefer current 
clocks to wattmeters. The cost of a current clock installed is 
$ro.50. The cost of maintenance is negligible, and that of 
accounting is $5.12 per 100000 car-miles. The current consump- 
tion per car-kilometer has been reduced from 877 watt-hours 


to 776 watt-hours per car-mile, a difference corresponding to. 


a saving of about $5,920 per year. 

The Grosse Berliner Strassenbahn has equipped all of its 
“1491 cars with current clocks. The cost of each clock installed 
is $10. The expense of maintenance is negligible, and that of 
accounting is $7.50 per 100,000 car-miles. An economy in en- 
ergy consumption of 7.8 per cent has been attained in spite of 
an increase in the schedule speed of Io per cent. 

The Cologne tramways have equipped all of their 335 cars 
with current clocks. The cost of installation was $10.25 per 
car. The cost of maintenance has been $0.80 per 100,000 car- 
miles and that of accounting has been $21.20 per 100,000 car- 
miles. An economy in energy of 8.6 per cent has been attained 
in spite of an increase in the weight of the cars. 

Other companies using current clocks, in most cases on all 
of their cars, are lines in Diisseldorf, Barmen, Hagen, Nurem- 
berg, Utrecht, Vienna, Wiesbaden and Zurich. The cost. of 
installation on these lines varies from about $10 per car to 
$15.75. The Vienna tramways, which quoted the last figure, 
had previously been using wattmeters at $42.50 per car. 

On the other hand, the municipal tramways of Dresden have 
equipped all of their 504 cars with wattmeters. The cost of 
installation was $18.75 per car. The Stockholm tramways have 
also equipped all of their cars with wattmeters. The economy 
secured has been 5.75 per cent and cost of installation $41.25 
“per car. 

The third system in use is that of ampere-hour meters. The 
Bordeaux tramways have equipped all of their cars with these 
meters and are well satisfied with them. The cost of installa- 
tion was $21.40 per car and the cost of maintenance has been 
$4.80 and of accounting $19.20 per 100,000 car-miles. An 
economy of 10 per cent in energy has been secured. Mar- 
Sailles has equipped 10 cars with ampere-hour meters and 15 
ears with current clocks, but has not yet decided which system 


__ *Abstract of paper presented at the meeting of International Street & 
Interurban Railway Association, Brussels, Sept. 6-10, toro. 
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to use generally. One of the Paris companies has installed 
ampere-hour meters on 287 of its cars, and finds them satis- 
factory. The cost of installation was $36.25 per car, and the 
economy secured was 7.27 per cent. The cost of maintenance 
has been $10.24 and the accounting $21.12 per 100,000 car-miles. 

A summary of the replies received from the committee’s 
data sheet indicates that at present a very large proportion of 
the companies using recorders of this kind prefer the current 
clock. 

One of the questions asked in the data sheet was whether 
the companies using recorders of this kind expected to attain 
even greater economy in the future than that quoted by them 
for the past. The consensus of opinion was that but little 
additional efficiency in operation could be expected from mo- 
tormen and that it would be unwise to attempt to urge it, be- 
cause it would stimulate the motormen to accelerate too rapidly. 
One of the noticeable effects of the use of these recorders has 
been to increase the schedule speed. This is explained by the 
training gained by the motormen in the manipulation of their 
cars, especially during accelerating. Several companies report 
economy in operation from this higher speed, in addition to 
that directly secured. 

Another question in the data sheet was whether there was 
any increase in motor maintenance owing to the use of the 
recorder. Several companies reported a reduction and no 
company reported an increase. No company reported any 


increase in street accidents due to their use, although this 


question was specifically asked. 

One suggestion was made that it would be desirable if the 
current clocks could be arranged to segregate the times during 
which the motors were operated in series and in parallel. Other 
companies suggested it might be well to use some system of 
automatic-regulation te prevent too rapid acceleration. The 
Hagen and the Brussels tramways have begun to do this. 
Theoretically the tendency of the use of current recorders is 
to encourage the motormen to use rapid acceleration and ex- 
tend their coasting and stopping periods. Practically, however, 
this objection applies to wattmeters almost as strongly as to 
current recorders, because, owing to the inertia of the armature 
of the wattmeter, it does not respond immediately to rapid 
changes in the current, so that it is not an absolute register of 
the energy used. The remedy for too rapid acceleration lies 
in two directions. One is the passenger, who will not tolerate 
it; the other is in the management. The management can 
instruct the motormen in regard to the proper rate of accelera- 
tion, and can check up those whose economy record is con- 
siderably lower than the average. 

The final question on the data sheet was in relation to the 
course, if any, followed with ‘those men who showed high 
records of energy consumed. Some companies privately repri- 
mand such men and give them further instructions. Others 
post the names of the economical and the wasteful motormen. 
A few offer premiums for economy in the use of power. 

@-D-e- 


SURFACE CONTACT ABANDONED IN TORQUAY, ENGLAND 


A hearing was held in London on Sept. 12, 1910, in arbitra- 
tion proceedings between the Torquay Corporation and the 
Torquay Tramway Company relative to the company’s abandon- 
ment of a 9-mile Dolter surface contact system in favor of 
overhead construction. At this hearing testimony was given 
on the power requirements and the relative maintenance costs 
of both methods. It was testified that at Mexboro the sub- 
stitution of the overhead system cut down the kw-hours per 
car-mile from 2.3 to 1.7 and the line maintenance from 6 cents 
to 2 cents per car-mile, whereas the average revenue per car- 
mile had increased from 15 cents to 20 cents. Among the 
defects of the abandoned system were carbonization of the oil 
and penetration of water in the boxes, as well as explosions 
due to the accumulation of gas in the boxes. It was not un- 
usual for car crews to crowbar a car from a dead stud to a 
live one. One run showed 63 extinctions of the lights over one 
mile of line owing to dead studs. In Torquay the value of the 
power lost through stud leakage was about $3,300 a year. 
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THE SIXTEENTH CONVENTION OF THE INTERNATIONAL 
STREET & INTERURBAN RAILWAY ASSOCIATION 


One of the most important among the congresses which were 
held in Brussels this year in connection with the international 
exposition in that city was the sixteenth convention of the 
International Street and Interurban Railway Association. This 
event was interesting not only on account of the subjects con- 
sidered, but because the association celebrated the twenty-fifth 
anniversary of its establishment, which took place in Brussels 
in 1885. More than 600 delegates and 300 ladies were in at- 
tendance. 

On Monday, Sept. 5, the evening before the first meeting, 
all of those in attendance met the reception committee at the 
attractive reception which took place in the Salle des Fétes. 
Each delegate received an embossed leather portfolio contain- 
ing copies of the papers to be presented at the meetings, and 
the ladies, as a souvenir of their visit to Belgium, were pre- 
sented with lace handkerchiefs. 


FIRST SESSION 


The opening session of the association was held Sept. 6 in 
the Salle du Palais des Académies, which the Belgian Govern- 
ment had placed at the disposal of the association. At this 
meeting there were, besides the members of the association, a 
large number of Belgian municipal, provincial and federal off- 
cials. In addition, each important European government was 
officially represented at the meeting. Altogether there were 45 
of these who are high officials in their different 
countries. 

The meeting was officially opened by Mr. 
of Agriculture and Public Works, Belgium, and ad interim 
Minister of Railroads, Posts and Telegraphs. After welcoming 
the delegates in the name of the Belgian Government, Mr. 
Elelleputte reminded them that the association had been or- 
ganized in Brussels in 1885 and that Belgium is still the head- 
quarters of a large number of electric railway holding com- 
panies, 
Europe, 


delegates, 


Helleputte, Minister 


operating lines not only in many of the countries in 
but in parts of the world. After having re- 
ferred to the tremendous development in the industry during 


other 


the last 25 years and its effect on economic and social progress, 
especially of cities, he concluded his address by extending a 
particular greeting to those who had come from other coun- 
tries to take part in the meeting. 

Mr. Max, Mayor of Brussels, then presented an address of 
welcome in behalf of Brussels. 

The president of the association, Baron Janssen, then read 
the names of those who had attended the organization meeting 
of the association and were also in attendance at the present 
session. He stated that the association, which was originally 
formed by a few horse railway companies, now contained 737 
members, representing practically all of the street and inter- 
urban railway undertakings, private and municipal, on the Con- 
tinent of Europe, and representing an investment of more than 
4,000,000,000 francs. He then invited Minister Helleputte to 
preside at the opening session. 

Speaking on behalf of the representatives of foreign coun- 
tries, Mr. Kabierske, government representative from Ger- 
many, thanked the association for the invitation which it had 
extended to the different countries and stated that all were 
pleased to attend the meetings of the association, 

_ The president then called for the first paper of the day, which 
was that by C. de Burlet, general manager of the Société 
Nationale des Chemins de fer Vicinaux. 

INTERURBAN RAILWAY LEGISLATION 


In his address Mr. de Burlet discussed the legislation of the 
principal countries of Europe so far as it related to interurban 
railway construction. He pointed out that in practically all 
parts of the continent the work of trunk-line railroad construc- 
tion had been largely completed, but that interurban railway 
construction was still in a stage of development. According to 
him, the following are the four methods principally followed in 
Europe in promoting interurban railway systems: (1) By pri- 
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vate initiative, a plan which necessarily is followed only in case 
a profitable traffic is in sight; (2) direct subsidies paid by the 
government; (3) guarantees by the government of a minimum 
return on the capital invested, and (4) guarantee of maximum 
cost of operation. 

After having shown the disadvantages of the last three plans, 
the speaker described the advantages of the Belgian system, 
which consisted of participation by the government in owner- 
ship of the capital stock, and cited the Société Nationale des 
Chemins de fer Vicinaux as an example of this method. This. 
company has received a perpetual franchise from the govern- 
ment, which appoints the president, half of the board of di- 
rectors and the general manager. Part of the capital.of the 
company is paid for and owned by the national government — 
and part by the provinces and cities served by the company. 
There are also individual stockholders. This plan unites in 
the organization those who are interested in the service given 
by the company. The length of the lines for which this com- 
pany has been granted or has applied for franchises is 6125 km 
(3828 miles), a greater length than the steam railroad trunk 
lines in Belgium, which have only 4628 km (2892 miles). The — 
lines actually in operation by the national company are 3550 km 
(2220 miles) in length, of which 250 km (158 miles) are oper- 
ated by electricity. The capital investment for the lines for 
which franchises have been granted or applied for amounts 
to 320,370,000 francs ($64,740,000), divided as follows: Na- 
tional government, 43.3 per cent; the provinces, 28.1 per cent; 
towns, 27.3 per cent; individuals, 1.3 per cent. In-1909 the re- 
ceipts were more than 20,000,000 francs ($4,000,0c0). Mr. de 
Burlet then described the method of operation on the lines 
owned by the company, which is by a system of leasehold. 

Mr. Wittek, formerly Minister for Railways in Austria, then 
gave some information on the new Austrian law upon local 
railways, introduced by him and adopted Aug. 25 last. He 
showed the advantages of this new law, which is at the same 
time broad in its scope and simple in its procedure, and permits 
autonomy to local railway undertakings whose franchises are 
eranted by the local governments. 

TIES 

The president then took up the second subject, which was 
that of life, durability and performance of wood, metal and 
other ties for local railways and tramways. The speaker on ~ 
this subject was E. A. Ziffer, president of the Bukowina Rail- 
way, Vienna. The principal objection to concrete ties, accord- 
ing to the author, was the difficulty of securing an absolute and 
durable attachment to hold the rail to the tie. He considered — 
that concrete ties were suitable only to slow-speed lines. His 
conclusions, based on the present state of the art, were that 
the wooden tie, when impregnated, has as long a life as the 
metal tie, and that it is the best and also the most economical 
for railway operation. He expressed the hope, however, that 
experiments with metal ties and with reinforced concrete ties 
would eventually be crowned with success, and that in the 
future they would be used to some extent at least to supply the 
deficiency caused by the increased scarcity of ,wooden ties. 

Mr. Liebman, chief engineer of the Magdeburg tramways, 
Germany, agreed with the conclusions of Mr. Ziffer. He drew 
attention to very interesting statistics published by several 
governments to determine the relative durability of wooden and 
metal ties. These statistics, as well as certain individual studies 
which he had made on the subject, seemed to establish the aver- 
age life of wooden ties at from is to 20 years and of metal ties e 
at from 15 to 20 years. 

CITY PLANNING “ee 

The president then called for two papers on city plann 
They were presented by Messrs. Wattmann, manager of 
municipal tramways of Cologne, and Neiszen, manager ol 
municipal tramways of Amsterdam. 

An abstract of Mr. Wattmann’s paper is pihtiaiad 
issue. In continuation of his paper, he referred to 
conference in Berlin on city planning, where a well 
German engineer, Mr. Blum, had eet the be 
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of new communities because electric traction could surmount 
practically any obstacle. Mr. Wattmann thought that this 
opinion unhappily was held by a great many authorities and 
that as a result new streets were laid out without considera- 
tion of the needs of the tramway companies. He argued espe- 
cially for a width of street which would permit the use of a 
reservation exclusively for the use of electric cars and for the 
establishment of stopping points at long distances apart. If 
these stopping points were 450 m to 500 m (1450 ft. to 1600 ft.) 
apart, a speed of from 20 km to 25 km (12 miles to 15 miles) 
an hour could be obtained; that is, a speed double that ordinar- 
ily obtained in large cities. 

The report by Mr. Nieszen, the manager of the Amsterdam 
tramways, contained practically the same conclusions as that 
of Mr. Wattmann, although reached in a different manner. He 
quoted the laws in different countries on the subject of city 
planning, and showed that in some countries the subject was 
not considered purely a local one, but of such public importance 
as to demand the supervision of the national authorities. He 
also gave a summary of recent studies on the subject and 
quoted the opinion of some prominent German engineers that 
in extensions of cities one-third of the total area should be 
reserved for streets, plazas and squares, leaving only two-thirds 
for buildings, parks, cemeteries, markets, railroad tracks, 
canals, parade grounds, etc. 

At the conclusion of these papers the association adopted 
resolutions approving the conclusions reached by the authors 
of the papers. Baron Janssen then extended his thanks to 
Mr. Helleputte for presiding over the first session. 

The afternoon was devoted to a visit to the Brussels Expo- 
sition. About 4 p. m. the delegates met at the German pavilion, 
where the German commissioner-general entertained them by 
a repast. In the evening they attended the Royal Opera. 

Wednesday, Sept. 7, was devoted to a trip to Antwerp as 
guests of the local tramways company of that city. After an 
official reception at the City Hall, the delegates were the 
guests at a banquet served in the salle des fétes of the Zoo- 
logical Gardens. In the afternoon they visited the harbor, the 
repair shops of the local company and other interesting places. 
In the evening they were again entertained at a reception at 
the Zoological Gardens and then returned to Brussels. 


SECOND SESSION 


The chairman of the second session was H. Géron, general 
manager of the Compagnie Générale des Chemins de fer 
Secondaires and vice-president of the association. The first 
subject discussed was that of the maintenance of ‘electrical 
equipment. Three reports were presented on this subject, one 
on car bodies by Mr. Spangler, manager of the Vienna munic- 
ipal tramways; one on framing and platforms by Mr. Delmez, 
chief engineer of the Antwerp Tramways Company, and one 
on miscellaneous car equipment by Mr. Stahl, manager of the 
Diisseldorf municipal tramways. 


-CARS AND CAR EQUIPMENT 
Mr. Spingler’s report was devoted very largely to a dis- 


cussion of the relative advantages of single, double and radial 


truck cars. Replies to the data sheet sent out by him indicated 


that the majority of the companies still prefer single-truck to 
double-truck cars, but present practice leans to making the 


wheel base longer than formerly. At one time it was thought 


that it should be one-fifth of the length of the car. The wheel 


base is now often one-third of the length of the car and even 
longer. With this long wheel base a reduction in weight of 


curve radius, of which it can be one-fifth or even one-fourth 
1 cases of radial axle cars. According to tests made in 
4 during the last two years radial axles have been found 

e the wear of wheel tires, although not to a very 
x . Radial axles, however, are desirable on sharp 
The speaker then gave some figures in regard to 
¢ types of cars per meter of length. These 
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weights vary from 847 kg per meter (568 Ib. per foot) for a 
4-wheel car to 980 kg per meter (657 lb. per foot) for a double- 
truck car. He then mentioned the advantages of double-truck 
cars, which were principally their smoothness of operation and 
their great capacity, an important fact for suburban lines. 
Their disadvantages, in his opinion, were their weight, high 
cost and complicated construction. Concluding, he made a 
plea that car builders use every effort to keep the weights of 
their cars low. 

Mr. Delmez chief engineer of the Antwerp Tramway Com- 
pany, then took up the subject of car design and platforms. 
The length of two axle cars varies generally from 4 m to 5 m 
(13 ft. to 16 ft.). A car with two radial axles may be as long 
as 6.50 m (21 ft. 4 in.) and a standard length for double-truck 
cars is 8.67 m (28 ft.). Of the 96 companies which replied to 
the data sheet 53 used longitudinal seats only, at least in winter 
cars, and 17 used cross seats only. The rolling stock of the 
others is divided. The tendency is to use cross seats on 
suburban lines. The cross-seat arrangement practically re- 
quires 2.4 m (7 ft. 10 in.) width of car. This allows the aisle 
to be 500 mm (1934 in.) wide and each of the four seats to be 
470 mm (18% in.) wide. Few companies can operate cars of 
this width. If half of the cross seats are double width and 
half single width more passengers can be seated in a car 
equipped with longitudinal seats than in one equipped with 
cross seats. Cross-seat cars are desirable for use, however, in 
suburban lines where there is less limitation on the width of 
the cars. The use of steel in car construction is increasing, 
especially in the floor framing and for the outside panels. 
Steel is also being used for side framing and roof framing. 
A few companies are using aluminum panels. They do not 
oxidize and the Berne tramways estimate that aluminum panels 
reduce the weight of a car 300 kg (660 lb.). 
have an area of 2% sq. m (27 sq. ft.). But this. area is often 
exceeded and one of the Parisian companies is using a plat- 
form with an area of 5.24 sq. m (56 sq. ft.). The usual rule 
is to allow 0.25 sq. m (2.7 sq. ft.) for each passenger allowed 
to stand on the platform and 0.60 sq. m. (6.5 sq. ft.) for 
circulation. A center entrance 
Practice tends toward using half-vestibules on city cars and 
full vestibules on suburban cars. 


Platforms usually 


few companies have cars. 
Pay-as-you-enter cars have 
not yet come into general use, ,.but the Diisseldorf tramways 
have cars of somewhat this type. The weight of cars per seat 
averages about 500 kg (1100 lb.). Long double-truck cars 
have weighed in some cases as low as 390 kg (858 Ib.) per seat, 
as, for instance, in Breslau. The average weight of car per 
passenger seated or standing is about 275 kg (605 lb.). 

Mr. Stahl then took up the subject of miscellaneous car 
equipment. He said there was a general tendency to increase 
the size of axles and several companies are experimenting with 
nickel steel axles, the percentage of nickel being 3 per cent. 
A few companies are also using nickel steel and chrome nickel 
steel for pinions. The Berne tramways are experimenting with 
herringbone gears, but find that they wear unequally. A few 
companies are trying roller and ball bearings for their arma- 
tures. 

OVERHEAD LINES 

The next subject discussed was the construction and main- 
tenance of overhead lines by Mr. Otto, chief engineer of over- 
head lines of the Grosse Berliner Strassenbahn. The author 
thought that too little attention has been paid to this subject in 
the past in view of the fact that any break in the overhead 
system interrupts the entire service. The pressure on the 
trolley wire varies greatly, but its average is from 6 kg 
(13 tb.) to 8 kg (17% Ib.), pressures which the author con- 
sidered high except when the track is poor or speeds are high. 
High pressure increases the wear of the wire and the danger 
of its rupture. The average amount of wear permitted on 
trolley wire is from 20 to*35 per cent. 

ENERGY METERS 

The next subject discussed was that of current clocks and 
car wattmeters. Two papers were presented on this subject, 
one by Mr. Bouton general manager of the Eastern Tramway 
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Company, of Paris, and the other by Mr. Battes, manager of 
the Frankfurt municipal tramways. 

Mr. Bouton gave a historical review of the discussion of the 
subject by the association and an interesting table showing 
for the different companies the number of cars equipped with 
wattmeters, ampere-hour meters and current clocks, the initial 
price and cost of maintenance of these instruments, the econ- 
omy realized and the action taken by the different companies 
in the case of careless motormen. In conclusion he recom- 
mended the use of ampere-hour meters in preference to either 
current clocks or wattmeters. He claimed they were more 
rugged than the wattmeter, and had the advantage over the 
current clocks because they registered exactly the amount of 
energy used. In proof of the latter statement he gave the re- 
sult of a series of tests’ made of the efficiency of motormen with 
current clocks and ampere-hour meters on the same road. The 
classification of motormen with the two instruments was quite 
different. The man who stood first in the list when using the 
current clock stood eighteenth in the list when checked up by 
ampere-hour meter. 

An abstract of Mr. 
issue. 


3attes’ paper appears elsewhere in this 
It strongly endorsed the current clock in preference to 
any other instrument. 

Mr. Wattmann, Cologne, stated in the discussion that in 1906 
the average energy consumption per car-kilometer in Cologne 
was 577 watt-hours. After the introduction of current clocks 
on one line the consumption had been reduced to 565 watt- 
hours in 1907 and again to 530 watt-hours in 1908. Current 
clocks were then installed on all cars and the average consump- 
tion was now 490 watt-hours, or about 15 per cent. He also 
stated that the schedules were better maintained and that the 
expenses had been decreased. 

Mr. Otto, Berlin, thought that any one of the three instru- 
ments would give good results and that the question really was 
which one was the simplest to use. 

Mr. Spangler, Vienna, agreed with this remark, and said that 
since Jan. 1, 1910, current clocks had been installed on all of the 
motor cars in Vienna and the consumption of energy had been 
greatly reduced. He concluded by calling the attention of the 
association to a device recently invented in America in which 
coasting time is recorded and believed that this device pre- 
sented some advantages over the current clock. 

THIRD SESSION 

At the third session, which was held Thursday afternoon, 
EK. A. Ziffer, of Vienna, vice-president of the association, occu- 
pied the chair. The first subject discussed was track construc- 
tion. There were two speakers on this subject, Mr. Rochat, 
general manager of the Geneva tramways, and A. Busse, chief 
engineer of way and structures of the Grosse Berliner Strassen- 
bahn. 

TRACK CONSTRUCTION 

Mr. Rochat referred to the question of rail standardization. 
In England five standard types of rail have been adopted. In 
Germany the number of grooved rail sections has been re- 
duced to four. He then discussed rail joints and substructure 
and advocated an elastic substructure on stone ballast, which 
besides being low in cost and maintenance affords good drain- 
age. He concluded by discussing the interrelation of rail 
and wheel sections in securing a maximum coefficient of trac- 
tion and a minimum track resistance. 

Mr. Busse’s paper is published in abstract in this issue. In 
addition to his discussion of rail joints, he referred to a new 
system of macadam paving known as Aeberli. This macadam 
pavement not only has great resistance and elasticity, but is 
cheaper than the ordinary macadam pavement. The city of 
Montreaux is using it satisfactorily. The advantage from a 
railway standpoint is that it makes reconstruction of track 
much more easy. The speaker was opposed to the idea that 
rails 180 mm and 210 mm (7 in. and 8% in.) had to be used in 
paved streets. In Berlin in streets paved with asphalt rails 
only 100 mm (4 in.) in height have been used and it was the 
speaker’s intention in the future to limit the height of rails in 
Berlin to 80 mm (3% in.). The results were excellent so far 
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as wear was concerned and these rails showed no tendency to 
corrugation. He concluded his discussion by describing the 
good results obtained in Germany, in track laid in asphalt, by 
using a substructure of reinforced concrete blocks prepared in 
advance. They permitted operation on the tracks immediately 
after installation and in this respect were much better than con- 
crete laid in a trench, which required time to set. 
RAIL CORRUGATION 

Mr. Busse then presented a paper on rail corrugation. An 
abstract of this paper was published in the issue of this journal 
for Sept. 17, IQIO. 

Mr. Puppe, of Dortmund, gave an outline of the tests which 
he was going to make to investigate this subject in behalf of 
the International and German associations. The program of 
these tests has been drawn up by a committee consisting of a 
number of railway managers, distinguished metallurgists and 
a representative of the International association. Corrugation 
has appeared in rails of Thomas open-hearth steel, Martin- 
Siemens steel basic and acid, and in Bessemer steel. His ex- 
aminations would include a study both of the methods followed 
in making the steel and of the methods of rolling, temperature, 
method of pouring the ingot, chemical constitution, time of 
cooling, addition of ferro-titanium, nickel and manganese, 
microscopic examinations, etc. The rails for test have already 
been selected, and will be laid in a test track 2% km (1% miles) 
in length in Berlin. This track will be laid with different types 
of subconstruction, such as broken stone and concrete, and with 
ties of wood and other materials. A careful record will be 
kept of the different kinds of traffic which pass over it and of 
the construction and weight of the cars. Mr. Puppe concluded 
in saying that at the next meeting he hoped to be able to give 
some very interesting information on the results obtained. 

Mr. Petersen, of Dortmund, coincided with the views of Mr. 
Busse, and*reminded the association that the investigations 
which he had made formerly indicated that the incipient cause 
of corrugation was in the mill itself. Rails examined by him 
at the mill before being put into service had shown traces of 
corrugation. He thought that the cause ought to be sought for 
in the methods of rolling, the metal being too cold when it 1s 
passed through the final passes of the mill. Later investigations 
had only strengthened this theory in his mind. He then showed 
those present the results of tests which he had conducted of 
rolling small lead billets, which showed distinctly the crests and 
valleys of corrugation. 

Mr. Trautweiler, Zurich, said that there had been corruga- 
tion for-more than 20 years on the tracks of the Briinig rail- 
way in Switzerland. He thought that the cause was the verti- 
cal vibration of the rails, vibrations which were harmonic with 
the wheel bases of the trucks. 

Mr. Résal, Bordeaux, said he had conducted tests which led 
him to believe that corrugation was due to the slipping of the 
wheels on the rail. To eliminate this slipping he had equipped 
several cars with a loose wheel on each axle. The results ob- 
tained had been so successful in reducing corrugation that he 
had planned to equip all of the cars operating on one of the di- 
visions of Bordeaux in the same way. 

Mr. Kuntze, Genoa, believed that corrugation would occur 
only on tracks that had a very rigid subconstruction. 

Finally, Mr. Fischer, manager of the Phoenix rail mills, 
Ruhrort, Germany, closed the discussion by observing that it 
would be a mistake to believe that corrugation was due either 
to the character of the metal or the method of rolling. It had 
also been observed in forgings and castings used in special 
work. He quoted the record of some manganese rail, possess- 
ing a coefficient of resistance of 120 kg, which has developed 
corrugation very rapidly. He thought that the place to look 
for the cause was in the construction of the rolling stock. 

The subject will be taken up again at the next meeting. 

GAS AND OIL ENGINES 


Mr. Thonet, Liége, then presented a report on gas and oil 


engines. He gave in tabular form statistics of 24 electric rail- 
way and lighting stations using producer gas engines and of 
10 stations using Diesel engines. - 
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In the evening the delegates were entertained at a banquet 
extended by the Belgian Government. More than 950 guests 
were present in the banquet room of the City Hall. Mr. Helle- 
putte, Minister of Railways, Posts and Telegraphs, presided. 


FOURTH SESSION 


The fourth session was held on Friday and Baron Janssen, 
president of the association, acted as chairman. The first sub- 
ject discussed was that of the use of aluminum in the armature 
coils of railway motors. 


ALUMINUM ARMATURE COILS 

Mr. Mariage, Paris, who presented a paper on this subject, 
said that it had already been discussed in an interesting report 
presented by Mr. Paulsmeier at the meeting of the German 
Street & Interurban Railway Association in September, 1900. 
(See Erectric Ratmway JourNnat for Jan. 8, 1910, page 67.) 
He stated that the data sheet sent out on this subject showed 
that 19 railway companies were using aluminum wire for this 
purpose. Fourteen employed a rectangular section and five a 
circular section. Several did not use any insulation between the 
turns, depending on the layer of aluminum oxide on the out- 
side of the wire for insulation. The others used a thin in- 
sulation of paper, fiber or cloth either impregnated or not 
impregnated. 

Theoretically the area of the section of the wire used should 
be 1.66 times that of copper, but it is practicable to use this 
section without -increasing the size of the coil either by the 
“omission of woven insulation or else by the employment of a 
rectangular section instead of a circular section. The replies 
received indicated that the reduction in weight effected by the 
use of aluminum coils varies from 4o per cent to 65 per cent. 
As regards cost, the speaker said that he agreed with the 
author of the German paper that the net cost of aluminum 
coils is less than copper coils in spite of the fact that with 
copper coils the scrap can be sold. The maintenance of alumi- 
num coils up to the present had been low. Certain companies 
buy these coils already wound, others make them for them- 
selves. 

According to the author, the advantages of aluminum coils 
for motors are: (1) A reduction in weight of coil of about 
50 per cent with the same ohmic resistance; (2) lower first 
cost; (3) lower cost of renewal, even taking into account the 
value of the old material, and (4) less frequent renewal than 
with copper coils insulated with woven material. 

On the other hand, the disadvantages are: (1) If the size 
of the coil is not increased above that of copper coil and if the 
same number of coils are used, the resistance will be con- 
siderably higher and there will be a greater heat loss and a 
reduction in efficiency. (2) The joints of the wires with each 
other and at the ends of the coils with the commutator bars 
have to be made very carefully in order to avoid a high re- 
sistance. The speaker then described the tests made with 
aluminum coils by the General Omnibus Company of Paris, 
of which he is manager. 

Mr. Loewenthal, Berlin, said that a great deal of progress 
had been made in Germany in the use of aluminum armature 
coils. He added that very interesting tests had been made in 
earlier years by the Hamburg tramways, which now have more 
than 500 motor cars equipped with motors wound in this way. 


RAIL CLEANING 
The next subject discussed was that of the different methods 
of cleaning the grooves in rails. The speaker on this subject 
was Mr. Schorling, chief engineer of the Hanover Tramways 
Company. Owing to the narrow rail groove used by most of 
the companies, this subject is of considerable importance. Mr. 
_ Schérling’s paper described the principal methods of aii 
cleaning as follows: (1) The use of scrapers in front of the 
wheels; (2) the use of scrapers between the wheels; (3) the 
use of brushes between the wheels; (4) the operation of a trail 
car with wheel scrapers; (5) the operation of a trail car with 
rotating brushes; (6) motor car cleaners. 
_ He said that mechanical methods of cleaning out rail grooves 
in Cologne had reduced the cost over hand cleaning from 250 
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francs to 72 francs per kilometer per year ($112 to $23 per 
mile of track). 
STANDARD CLASSIFICATION OF ACCOUNTS 

Mr. Géron, Brussels, then made a verbal report on the 
progress of the standard classification of accounts of the asso- 
ciation. It had been established at the 1902 convention of the 
association and it had been adopted by a number of the 
companies. 

BUSINESS MEETING 

The association then proceeded to the election of officers. 
The resignation from the executive committee of Mr. Lava- 
lard, formerly manager of the General Omnibus Company of 
Paris, was announced and his place was filled by the election 
of Mr. Mariage, now manager of the General Omnibus Com- 
pany. The executive committee was also increased by the 
election to that body of Mr. Rochat, general manager of the 
Geneya tramways. Mr. Rochat is the first representative of 
the Swiss roads on the executive board. 

The president reported that many invitations had been re- 
ceived by the association to hold its 1912 meeting in different 
cities. Among them the Spanish Government had extended an 
invitation to hold the convention in Madrid, the Hungarian 
Government had asked the association to meet in Budapesth, 
and the city of Moscow had invited the association to meet 
in that city. The subject was referred to the executive com- 
mittee for decision. The session concluded by the presentation 
to the president of the association, Baron Janssen, of a life- 
like bust of himself in marble by the sculptor Charles Samuel. 
The presentation, in behalf of the members of the association, 
was made by Mr. Micke, general manager of the Berlin tram- 
ways. The day concluded with an evening reception at the 
City Hall in Brussels. 

The following day the delegates made a trip to Ostend, 
where they were entertained very hospitably by the tramway 
company in that noted bathing resort. 


— o--e-——____— 
TWO SERIOUS ACCIDENTS ON INDIANA INTERURBAN 
LINES 
Two head-on collisions between interurban cars occurred 


last week in Indiana, resulting in terrible loss of life and in- 
juries to passengers, About. noon on Sept. 21 a heavily-loaded 
northbound local car on the Ft. Wayne-Bluffton division of the 
Ft. Wayne & Wabash Valley Traction Company while running 
at high speed collided on a curve near Kingsland with an 
empty south-bound extra car. The north-bound local car was 
completely telescoped and 4o persons were killed outright. 
Nine others were seriously injured. Only one passenger who 
was on the rear platform of the local car and jumped before 
the cars struck escaped serious injury. None of the members 
of the crews of the two cars was killed, but all were so badly 
hurt that reliable statements could not be obtained from them 
after the accident. 

On Sept. 24 a south-bound motor freight car collided with a 
north-bound limited car about 1 mile north of Tipton on the 
Tndianapolis-Logansport division of the Indiana Union Trac- 
tion Company. Six persons on the limited car were killed and 
five others were seriously injured. The circumstances sur- 
rounding the accident were very similar to those which marked 
the Kingsland wreck. Both cars were running at high speed 
and met on a curve where the view of the track ahead was 
obstructed by woods. The freight car telescoped the limited 
car, killing the motorman of the limited car and all of the five 
passengers who were in the smoking compartment. The motor- 
man of the freight car after the accident is said to have admitted 
that he ran past the meeting point named in his orders in an 
attempt to reach the next siding ahead of the limited car, which 
was about Io minutes late. 

The Kingsland accident was thoroughly investigated by offi- 
cials of the Ft. Wayne & Wabash Valley Traction Company as 
soon as the dead and injured had been cared for and the line 
cleared. The report of this investigation, which was forwarded 
to the Railroad Commission of Indiana on Sept. 23, appears 
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to place the blame for the accident entirely on the crew of the 
extra south-bound car. Train 56, which was Indiana Union 
Traction Company’s car No. 233, was being operated in the 
regular scheduled local service between Muncie and Ft. Wayne. 
It was in charge of C. Van Dine, motorman, and E. A. Spiller, 
conductor. It was running on time and was due at siding No. 
106 at 12:16 p. 105, about 4 miles north 
of the point of collision, at 12:22 p. m. Car No. 303 was be- 
ing operated from Ft. Wayne to Bluffton as a south-bound 
extra. It left Ft. Wayne at 11:40 a. m. in charge of B. T. 
Corkwell, motorman, and Del Wilson, conductor. Before leav- 
ing Ft. Wayne they received the following train order from 
W. H. Frymire: 


m. and at siding No. 


the dispatcher, 


Fr. Wayne & WABASH VALLEY 
Train Order No. 30. 
To Conductor and Motorman: 


TRACTION COMPANY 
Q-2I-1910. 


Train No. Motor Car No. 303 at Siding No. 
Wayne. 
Train No. Extra Car No. 303 and Train No. 


Extra Car No. 54 will meet at Siding No. tot. 


Train No. . Extra Car No. 303 will report at Siding 
Noi Gas Bluffton. Will run extra to Bluffton. 

Motorman—Corkwell. _Conductor—Wilson. 

Train No. Extra 303. Complete—F. H. Time—11.40 
ce Lane 


After this order had been issued the report stated that no 
other orders were given to the crew of extra car No. 303. The 
rules of the Ft. Wayne & Wabash Valley Traction Company 
require both the motorman and conductor to repeat train orders 
back to the dispatcher before the “complete” Rule 5, 
printed on the working timetable, reads as follows: “Extra 
trains must clear the time of scheduled trains 5 minutes, except 
at meeting points made by order.” Rule 118 in the standard 
rule book of the company is equally clear. “All extra trains 
must keep out of the way of regular scheduled trains and clear 
this time at least 5 minutes unless they have been given a 
meeting or passing order or other order relieving them from 
this necessity.” In order to comply with these rules the crew 
of the extra car No. 303 should have waited on siding No. 
105, 4 miles north of the point of collision. They failed to do 
this and attempted to make siding 107, 6 miles farther south. 
Conductor Wilson at first claimed that he received an order 
from the dispatcher to meet the regular car at siding No. 107, 
but no copy of such an order has been found and the dis- 
patcher’s records do not show that such an order fixing a meet- 
ing point for train No. 56 was issued. 

The employment records of the dispatcher and the four 
members of the train crews involved in the accident are given 
in the company’s report. W. H. Frymire, the dispatcher, entered 
the company’s service as conductor on the Bluffton division on 
July 5, 1907. He was promoted to dispatcher of the Ft. Wayne- 
Lafayette division and on Jan. 20, 1910, was made chief dis- 
patcher of the Bluffton division. He has an excellent record. 
For four days previous to the accident he had worked only 
8 hours a day. B. T. Corkwell motorman of the extra car, 
entered the company’s service as a motorman on the Ft. Wayne 
city division Dec. 27, 1909. He was transferred to the Bluff- 
ton interurban division on April 1, 1910, and for 60 days pre- 
vious to the accident had been employed regularly as motorman 
on the regularly scheduled train No. 56, with which his extra 
ear collided. He had not been on duty the day before the 
accident and so could not have been overworked. Conductor 
Wilson worked for the company from Oct. 8, 1909, to March 
26, 1910, as an interurban conductor. He left the service, 
but was employed again on Aug. 17, 1910, as conductor on 
the Ft. Wayne city lines and on the Bluffton division. Dur- 
ing the four days previous to the collision he had worked a 
total of 16 hours and 55 minutes, his longest day’s work hay- 
ing been 1o hours and 25 minutes. 

The report of the inspectors of the Railroad Commission 
of Indiana, who made an independent investigation of the 


is given. 


Kingsland collision, had not been made public up to tee time. 


this issue of the paper went to press. 
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INDIANAPOLIS MEETING OF THE CENTRAL ELECTRIC 
RAILWAY ASSOCIATION 


About 125 members and guests of tle Central Electric 
Railway Association attended the first fall meeting, which was 
held at Indianapolis on Sept. 22. George Whysall, the presi- 
dent, announced that the next meeting would be held at Day- 
ton, Ohio, on Dec. 1. The association, by unanimous vote, 
instructed Secretary Neereamer: to convey some word of 
sympathy by telegraph to the officials of the Ft. Wayne & 
Wabash Valley Traction Company, on whose line a disastrous 
accident had just occurred. 

Secretary Neereamer read the minutes of the last meeting 
held at Toledo on May 26 and reported in the Erecrrrc Rat 
way JouRNAL for June 4, page 975. Several features of inter- 
est to the member companies were then discussed. 

CENTRAL ELECTRIC RAILWAY MAP 

During the summer a committee of the Central Electric 
Traffic Association had been instructed to consider the ad- 
visability of the publication of a map showing all the lines in 
the association territory. This committee had made a favor- 
able report and the Traffic Association as a body, also approy- 


ing the publication of the map, had passed a resolution ask- . 


ing that the Central Electric Railway Association authorize 
the purchase of map plates. Secretary Neereamer had sent 
out Bulletin 35, explaining the plan for preparing and publish- 
ing the map. 
panies favored the publication of the map and seven did not. 
Seventeen companies expressed no opinion. 

3riefly, the plan is as follows: An engraver would make 
the four color plates required for a complete map of the 
electric lines in the Central Electric territory ‘to include all 
towns of 100 or more people. Such plates would cost from 
$350 to $1,750, according to’ the quality of the work. The 
committee of the Traffic Association had recommended that 
plates be prepared at a price not to exceed 50 cents per mile 
of track operated by the member companies and that an 
assessment be made on that basis. The plates would be copy- 
righted by the association and be in the custody of its secre- 
tary, who would arrange to have imprints made for the differ- 
ent railroads at the actual printer’s cost and would also have 
a number of imprints made which the association could sell 
at a small profit. Secretary Neereamer estimated that prints 
could be made from the plates on a good quality of paper at 
$30 per 1000, which figure would not include any part of the 
first cost of the plates. Charles L. Henry, president of the 
Indianapolis & Cincinnati Traction Company, moved that the 
association adopt the plan outlined. This motion carried. 


REVISION OF CONSTITUTION 

The results of the meetings held by the committee in 
charge of the revision of the constitution and by-laws of the 
Central Electric Railway Association and of the Central Elec- 
tric Traffic Association were announced by F. W. Brown, 
general passenger and freight agent of the Michigan United 
Railways, who said that after thorough consideration new 
constitutions and by-laws for each association had been pre- 


‘pared. As revised, these constitutions would not conflict. It 


was the sense of the committee that they should be placed 
before the Indianapolis meeting for first reading and that 
the secretary should then send copies to each member com- 
pany so that a vote on their adoption could be taken at 
the next meetings of the two associations. The most impor- 
tant change provides that all members of the Traffic Asso- 


ciation must be members of the Railway Association and — 
lectric 


that only such member companies of the Central 
Railway Association as furnish the chairman of the 
Association with the power of attorney to file tariffs can 
members of the Traffic Association. The articles also 
for voting by proxy. b 

The agreement for the maintenance of the Cont 


; 


Replies to this inquiry had shown that 21 com- | 
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their gross earnings, the membership assessments to range 
from $10 to $100 per year for the companies now in the asso- 
ciation; The present by-laws of the Central Electric Rail- 
way Association are not clear as to the rules for voting and 
the new by-laws will provide that the highest ranking repre- 
sentative of a company shall cast that company’s vote at any 
meeting. ; 
PROPOSED MERGER WITH ACCOUNTING CONFERENCE 

At the last meeting of the executive committee of the Cen- 
tral Electric Railway Association Charles L. Henry had been 
instructed to confer with the executives of the Central Elec- 
tric Railway Accounting Conference regarding the affiliation 


of that now independent association with the Central Elec- 


tric Railway Association. It was the idea of the executive 
committee of the Railway Association that all of the different 
phases of electric railway work should be represented by the 
Central Electric Railway Association and affiliated associa- 
tions. The committee proposed that the Accounting Con- 
ference and the Traffic Association have like relations with 
the Railway Association. The Accounting Conference, Mr. 
Henry said, had done a great good for the industry. It was 
organized at a time when all the roads were particularly inter- 
ested in the schedule of accounts as proposed by the Inter- 
state Commerce Commission and immediately showed its 
value by assisting in the readjustment of the schedule of pro- 
posed accounts. Now it was proposed by the executive com- 
mittee of the Central Electric Railway Association that inas- 
much as the members of the Accounting Conference were 
for, the most part employed by companies that were members 
of the Central Electric Railway Association it should become 
affliated with the latter body. The Traffic Association was 
doing excellent work under the guidance of the parent asso- 
ciation and it was Mr. Henry’s idea that the claim agents’ part 
of the work in the association might also be expanded so that 
the claim agents, too, could become an afhliated body similar 
to the Traffic Association. The Central Electric Railway As- 
sociation with its affiliated bodies then would be organized 
along the lines of the American Street & Interurban Railway 
Association and its affiliated and allied bodies. Mr. Henry 
asked that each member consider this plan for united organi- 
zations, and particularly the question of whether the Account- 
ing Conference should affiliate with the Central Electric Rail- 
way Association, so that an intelligent vote would be given 
when called for. 
LARGE STATION UNITS 

A talk on “Large Station Units,” illustrated with lantern- 
slide views, was given by George J. Smith, lubrication expert of 
the Galena-Signal Oil Company, Chicago. Mr. Smith showed 
about fifty views of the Fifty-ninth and Seventy-fourth street 
generating stations of the Manhattan and Interborough rail- 
ways of New York. These stations, he said, contained larger 
reciprocating units and more of them than any other railway 
power plant. The equipment of these stations was described 
by Mr. Smith, who also referred to the oiling system and the 
oil and waste reclaiming plant. By means of a centrifugal 


_ drier from sixty to ninety pails of oil are extracted every 


day and the cleaned waste is available for wiping. Mr. Smith 
said that his company lubricated both of the plants. 
HIGH-TENSION INSULATORS 

A. O. Austin, electrical engineer of the Ohio Insulator 
Company, then presented a paper on “The Efficiency and De- 
sign of High-Tension Insulators.” This paper was published 
in the Erecrric Ramway JourNAt for Sept. 24, page 465. A 
number of lantern slides were used to illustrate Mr. Austin’s 
paper. These showed various types of high-tension insulators 
under test and particularly illustrated features of design and 
the success of the suspended type of insulator. 
: $ STANDARDIZATION COMMITTEE REPORT 

H. H. Buckman, chairman of the committee on standardiza- 
tion, presented a report which described the design of a stand- 


ard coupler and attachment as recommended at the meeting of 


ys 


>, the 


standardization committee held at Ft. Wayne on Sept. 1 
reported in this paper in the issue of Sept. 10, page 403. 
¥. . ji 
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The committee’s Indianapolis report was supplementary to 
that made at the Toledo meeting and reported in the ELecrric 
RattLway JourNAL for June 4. With a few additions and 
with the omission of the recommendation that the coupler 
anchorages on a car be joined by tie rods the report of the 
standardization committee was adopted. The secretary was 
instructed to have copies made for member companies. 
CONCLUDING PAPERS 

E. B. Entwisle, chief engineer of the Lorain Steel Com 
pany, presented a paper on “Track Work” and illustrated his 
remarks with lantern-slide views. An abstract of this paper 
was published in last week’s issue on page 464. 

W. E. Davis, vice-president of the Cleveland Construction 
Company, Cleveland, Ohio, presented a paper on “The Des- 
tinies of Electric Railway Motors.’ An abstract of this paper 
appeared in last week’s issue, page 468. Charles L. Henry, 
who had built and managed the Indianapolis & Cincinnati 
Traction Company’s single-phase, high-voltage railway, spoke 
of the encouragement for development offered in Mr. Davis’ 
paper. Because it was true that electric railway equipment 
became obsolete after a few years, every energy should be 
bent toward and sacrifices should be made for the develop- 
ment of better systems. The progress made in interurban 
railroading during the last ten years had been wonderful. 
Mr. Henry, as the builder of the first interurban road in 
Indiana, had had just as much trouble a few years ago in 
keeping the d.c. equipment in service as some roads had had 
later in developing the a.c. equipment. Mr. Henry was con- 
nected with the railway which erected the first three-phase 
transmission system in the Central States. That line had 
low vo:tage as compared with lines now operated, but troubles 
were experienced and had to be solved because it was a new 
system. The worry and expense were worth while because 
they resulted in improved service. The first interurban car 
in Indiana operated at 500 volts and the road was so long 
that a booster line supplied with current at 1200 volts was 
used to feed the distant part of the trolley circuit. 

The association instructed its secretary to furnish the Ameri- 
can Street & Interurban Railway Association for its consid- 
eration a copy of the standardization committee report as 
approved at the Indianapolis meeting. W. H. Evans, super- 
intendent of motive power Indiana Union Traction Company, 
urged close relations between the Central Electric and other 
sectional associations with the American Association and its 
affiliated bodies. He thought that any action on standards 
taken by the Central Electric Railway Association would carry 
great weight with the committee of the American Street & 
Interurban Railway Engineering Association. The Central 
Electric Railway Association represented an important sec- 
tion of the country, and Mr. Evans said that while the stand- 
ardization report of the Engineering Association probably had 
gone to press the committee, no doubt, would gladly receive 
suggestions from the Central Electric Railway Association for 
consideration before the meeting. 

The president appointed H. A. Nicholl, general manager of 
the Indiana Union Traction Company, to represent the Cen- 
tral Electric Railway Association at the annual convention of 
the American Street & Interurban Railway Association at 
Atlantic City. Mr. Nicholl is chairman of the committee of 
the Central Electric Railway Association on closer relations 
between the two bodies. 

ee Se SAY ae 

The Central Electric Traffic Association met at Warsaw, 
Ind., on Sept. 27. On account of fairs at various places, traffic 
officials of a number of lines were not able to attend the meet- 
ing. The subject of the proposed interurban guide was dis- 
cussed. Plans: for a more comprehensive publication than has 
been considered heretofore were discussed. The guide com- 
mittee was directed to ask for bids from publishers in ac 
cordance with the new plans. Several other matters were dis- 
cussed, but on account of the light attendance little action was 
taken. The next meeting will be held on Oct. 18 at Toledo, 
Ohio, when the guide committee will report again. 
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CHICAGO MEETING OF CENTRAL ELECTRIC ACCOUNTING 
CONFERENCE 


Twenty-five members and guests of the Central Electric Ac- 
counting Conference met at the La Salle Hotel, Chicago, on 
Sept. 24. Accounting subjects were discussed in the morning 
and the afternoon was spent in a trip to Milwaukee over the 
Chicago & Milwaukee Electric Railroad. C. E. Thompson, 
auditor of that company, provided a special parlor buffet car 
train which left Evanston at 1.30 o’clock and reached Mil- 
waukee shortly before 4. A dinner was served en route. At 
Milwaukee the members of the conference were greeted by 
C. N. Duffy, comptroller of the Milwaukee Electric Railway & 
Light Company, who escorted the party through the large 
Public Service Building and terminal of the Milwaukee Elec- 
tric Railway & Light Company. Two hours’ time was spent 
in inspecting this building and the accounting headquarters of 
the company. On the return trip to Chicago the special train 
left Milwaukee at 6 p. m. and made the 75-mile run to Evans- 
ton in two hours, during which the conference members com- 
pleted the program postponed from the morning session. 


MORNING SESSION 


At the morning session in Chicago L. T. Hixson and W. B. 
Wright presided until the arrival of W. H. Forse, Jr., presi- 
dent of the conference. The subjéct of comparative statements 
was first discussed. 

UNIFORM COMPARATIVE STATEMENTS 


W. B. Wright, of the Toledo Blade, formerly auditor of the 
Indianapolis & Cincinnati Traction Company, presented a report 
as chairman of the committee on uniform comparative monthly 
statements. Mr. Wright exhibited a book containing many 
sample forms contributed by the members. The report of the 
committee follows in abstract: 

“On consultation by mail it was agreed by your committee 
that the conference members should be asked to furnish copies 
of blanks now used in their monthly statement work and also 
to make such suggestions as they wished regarding the work 
in hand. In line with this, a circular, copy of which is attached, 
was inailed to all the conference members and 15 have re- 
sponded. The blanks, together with letters of transmittal, have 
been mounted on sheets of uniform size (14 in. x 17 in.) and 
temporarily bound, loose-leaf style, for record and reference. 

“It has not been thought best to attempt to present at this 
meeting anything in the nature of suggested form work or 
data lists, but rather to discuss the blanks presented, and 
arrive, if possible, at some understanding as to what, in a 
general way, would be acceptable to all of our membership. 

‘Among the things to be considered are: 

“Size of uniform report sheet. 

“The grand divisions of the report, what they shall be and 
in what sequence presented. 

“The matter to be presented in each grand division and its 
arrangement upon the sheet. 

“Periods of comparison. 

“Ruling of sheets for pencil or preliminary work. 

“Statistical Data—It is the belief of your committee that it 
might be well to authorize schedules differing in the amount 
of their detail and planned to meet the needs of companies of 
varying capitalization, something after the manner of the 
Interstate Commerce Commission classification of operating 
expenses, 

“Balance Sheet—This should be a ‘condensed’ showing, 

“Registers.—If registers for recording of fares and other 
train data are to be a feature of our accounting work, it is 
likely that this is an opportune time to make a study of them. 
This committee would like to ask if it would not be well to 
have another committee authorized to investigate the register 
question, both present and prospective, with a view to de- 
termining whether registers now in use or likely to be offered 
in the near future will materially affect our record work. 

“In general, we would suggest that in all the work under 
consideration it be ascertained first what is the least amount 
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of information of each class that will safely answer require- 
ments, and then amplify as may seem best. 

“It is also suggested that in this work the executive officers 
of each company be kept closely in touch through their ac- 
counting departments, and their requirements studied, since 
their co-operation and support will be necessary if we are to 
have a monthly statement which will be in reality uniform.” 

CAR-MILE STATISTICS 

J. D. Maynes, auditor of receipts Illinois Traction System, 
next presented a paper on “Freight, Passenger and Car-Mile 
Statistics for Interurban Lines,’ an abstract of which follows: 

“There is an old saying that brevity is the soul of wit. In 
compiling statistics brevity should be the soul of statistics. It 
is the rule and not the exception that the managers of the 
properties we have the honor to represent are busy men. 
Every moment of their time is valuable; hence statistics for 
their information should be brief and concise, and the results 
shown should be in the smallest unit possible, with comparative 
figures for the same month of the previous year, as well as 
cumulative figures from a given period. 

“The question of traffic and mileage statistics has been thor- 
oughly threshed out by steam road accounting officers and for 
statistics of that nature I believe that the interurban lines can 
well follow their ideas. The only difference in operation is 
that one line is operated by steam and the other by electricity. 
The same questions are of interest to both operations. 

“Effective on July 1, 1909, our company adopted the standard 
form of steam railroads, modified in certain particulars to meet 
our requirements, and the report has been entirely satisfactory 
to our management. The general manager, traffic manager and 
the chief operating officials are interested in the earnings per 
ton-mile of freight traffic and per passenger-mile of passenger 
traffic. This makes necessary the determination of the number 
of tons carried one mile and the number of passengers car- 
ried one mile as the basis of these statistics. The compilation 
of this information is a simple problem of multiplication and 
addition readily determined from freight abstracts, ticket 
agents’ sales, conductors’ collections, ete. Starting with this 
basis very interesting statistics covering the movement of 
trafic can be determined readily, information that up-to-date 
traffic and operating officials must have in order to satisfy 
themselves that the rates upon which the traffic is handled are 
on a remunerative basis. 

“The freight tonnage form of report enables the traffic man- 
ager to be advised under five general heads with appropriate 
subheadings of the tonnage and character of freight handled, 
the tonnage of company freight and revenue freight moved, 
number of tons carried one mile revenue, number of tons car- 
ried one mile company, with the same information concerning 
the number of tons of each class of freight carried per mile 
of road, average distance haul of one ton of freight, average 
amount received for each ton of freight, average receipts per 
ton-mile, average of revenue per loaded car-mile, etc. 

“The passenger traffic form of report also advises the traffic 
manager of the number of revenue passengers carried, number 
of passengers carried one mile, number of passengers carried 
one mile per mile of road, average distance carried, average 
amount received for each passenger, passenger service revenue 
per mile of road, passenger service train revenue per mile of 
road, average rate per passenger-mile. 

“The mileage report advises all interested officials of locomo- 
tive miles, freight revenue car miles, passenger revenue car 
miles and non-revenue service miles under their respective 
headings, with proper subdivisions, made during the month. 
In fact, in our opinion this form of report details to the man- 
agement a complete and condensed record of the traffic of the 
lines for the month in which it is rendered, with comparative 
data from which increases or decreases in revenue and traffic 
handled for a given period can be determined readily.” 

STATISTICS FOR INTERURBAN LINES 

Mr. Maynes also read a paper on “General Statistics for In- 
terurban Lines,” prepared by A. A. Price, auditor of disburse- 
ments Illinois Traction System. An abstract follows: 
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“The statistics prepared by the auditor of disbursements of 
the interurban lines are grouped into three divisions, viz. : 

“T. Statistics affecting earnings. 

“2, Statistics affecting expenses. 

“3. General statistics. 

“A comparison is made of all three groups with the corre- 
sponding month of the previous year and accumulated statis- 
tics are also compared with the previous year. 

“Group I comprises the gross revenue, which is further di- 
vided to show the principal sources of revenue, such as pas- 
senger, baggage, milk, freight, switching, revenue from other 
than transportation. The daily average of the gross and net 
earnings is then shown, and also such information as the rev- 
enue from transportation per mile of roadbed, passenger and 
freight revenue per car-mile and car-hour, earnings per pay 
passenger. 

“In group 2 are included the expenses, which are divided in 
much the same way as the revenue. The gross operating ex- 
penses are divided into five principal groups as provided by 
the Interstate Commerce Commission. We also include the 
daily average expenses, expenses of ways and structures per 
mile of roadbed, platform expense per car-mile and car-hour, 
cost of conducting transportation, traffic expense, etc., these 
latter being figured on a mileage basis. We next deal with 
the cost of power produced on an alternating-current kw-hour 
and car mileage basis. 

“Group 3 contains the general statistics, such as number of 
passengers carried, which are divided into revenue, compli- 
mentary and employees. We then take up the car mileage, pas- 
senger, freight and work; freight and passenger car-hours; 


average daily freight and passenger trains operated. We deal ~ 


finally with the statistics relating to coal consumption, alter- 
nating and direct current generated and pounds of coal per 
alternating-current kw-hour generated. We show the percent- 
age of operation, expenses and taxes to earnings and the ratio 
of complimentary passengers to pay passengers. 

“Our interurban lines comprise nine different roads, and while 
it is not practicable or desirable to make a separate report on 
each, in order to give the salient features of each division we 
include a special report showing the passenger earnings of each 
road, car earnings per car-mile and earnings per car-hour.” 

; LOCAL UTILITIES STATISTICS 

Following the reading of Mr. Price’s paper Mr. Maynes 
presented a paper on “Local Utilities Statistics—Interurban 
Lines,” by George T. McComb, assistant to the general auditor 
of the Illinois Traction System. An abstract follows: 

_ “The Illinois Traction Company is now operating nine elec- 
tric light properties, nine city railways and four gas properties, 
and for the sake of comparison of the operating expenses of 
these properties we have adopted the plan of figuring the per 
cent of each operating account to the gross earnings. We 
have considered figuring the per cent of each expense account 
to the total expense, which to my mind would be of more 
value, and still a better method might be to figure all of the 
expenses of the railway properties on the 1000 car-miles run, 
the expenses of the electric properties on the kilowatts gen- 
erated and the expenses of the gas properties on the rooo ft. 
of gas made. While such statistics as these are of much value 
in making a comparison of one property with another, [I con- 
sider them of practically no value for the individual property. 

“Our statistics ‘on power house operation are quite brief, con- 
sisting of the following items: Kilowatt output, tons of coal 
used, cost of coal, operating cost, maintenance cost, total cost, 
both operating and maintenance; operating cost per kilowatt, 
maintenance cost per kilowatt, total cost per kilowatt, pounds 
of coal per kilowatt, total cost per kilowatt deducting one-half 
the heating revenue. 

“We have never found a method satisfactory to ourselves of 
figuring the actual cost per kilowatt where a heating system is 
operated in connection with the power plant and the same 
boilers are used for generating steam for both purposes. 

“Our statistics on the operation of city railways are also 


brief. We figure both the earnings and expenses on a car- 
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mile and mile of roadbed basis, the cost of power per mile, 
inaintenance of equipment per car-mile, passengers carried per 
car-mile and the ratio of complimentary to pay passengers. 

“Some of our local properties prepare a more elaborate re- 
port on the individual property for the information of the 
local superintendent and engineer.” 

DISCUSSION 

The report of the committee on comparative statements and 
the three papers read by Mr. Maynes were discussed together. 
Mr. Wright thought that one of the most important things 
which the conference could do would be to prepare a standard 
form for a monthly comparative statement. 

Irwin Fullerton, Detroit United Railway, said that the Inter- 
state Commerce Commission had indicated what form of 
statistics it desired and that the railroad commissions in Ohio 
and Michigan had approved the Interstate Commerce Commis- 
sion forms. Mr. Fullerton noted that the directors wished 
information in one form and each department head wished it 
in another and more detailed way about his own department. 
Therefore, the auditing department of the Detroit United 
Railway prepared detailed statements for the heads of the 
operating department and combined these, giving the board of 
directors a condensed statement and the detail figures. 

One member suggested that the form of report used by the 
Illinois Traction System was in too great detail for smaller 
properties. Mr. Hixson thought a skeleton form of compara- 
tive statement could be prepared which might contain all the 
headings in a standard form and be so arranged that a company, 
according to its size and its need, could subdivide the headings 
to show operations in greater detail. Mr. Fullerton favored 
using the form of report designated by the Interstate Com- 
merce Commission in so far as possible, because it would be 
more likely to meet the requirements of State commissions. 

After a general discussion of what information should be 
shown on a monthly comparative statement and how it should 
be arranged, the conference voted for the appointment of a 
committee to consider statistical forms of reports for large and 
small companies. This committee will ask each member of the 
conference to submit an ideal form of comparative monthly 
statement and will then crystallize the suggestions of the dif- 
ferent members and Jater will submit a standard form of 
statement for the consideration of the conference. 

ADVANTAGES AND DISADVANTAGES OF FARE REGISTERS AS COMPARED: 
WITH CASH-FARE RECEIPTS 

This topic was introduced by Mr. Wright, who had been so. 
firmly convinced of the advantages of cash-fare receipts that 
he had had the registers removed on one of the roads with 
which he had been connected. Mr. Hixson said that his com- 
pany was using cash-fare receipts, but was now testing a new 
form of register which would not only record the amount of 
fare collected, but also show the stations between which each 
fare had been paid. Mr. Maynes wished a more complete 
analysis of the receipts than that to be obtained by the fare 
register. It was essential to know where each passenger 
boarded or left the car. With the Ohmer fare registers, how- 
ever, the accounting department of the Illinois Traction System 
had been able to analyze its receipts fairly well because 
nearly all fares were based on the 2-cent a mile rate. A careful 
investigation had shown that the average cash-fare haul was 
about 7 miles. Thirty-five per cent of the passengers on the 
Illinois Traction System paid cash fares. The round-trip rates 
were approximately 175 per cent of the one-way rate and when 
these fares in connection with commutation rates were taken 
into account the receipts per fare passenger were about 1% 
cents per mile. If the receipts between any particular points 
fell below this average an investigation was made. Mr. Maynes 
held that it was very desirable to know the receipts between any 
two points on the line, because, on account of steam competition 
which existed at practically every point on the road, the traffic 
department frequently could be assisted greatly if it had com- 
plete data about the station-to-station receipts. This infor- 
mation was useful when a reduction of fares was being dis- 
cussed. The electric line was not required by law to announce 
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changes in rates, provided the fare was not more than 2 cents 
per mile. 

F. Pantel, auditor Chicago, Lake Shore & South Bend Rail- 
way, stated that his department prepared station-to-station earn- 
ings several times each year. In July it had been found that 
24.4 per cent of the receipts were cash. Mr. Pantel favored the 
use of the Ohmer fare register because it greatly simplified the 
work of the auditing department. The Ohmer fare registers 
gave the auditor everything he wished to.know except the points 
between which the passengers rode. 

Mr. Forse then took the chair. In reply to a member who 
objected to the use of a register because of the confusion re- 
sulting when the register became inoperative Mr. Forse said 
that it was customary with most companies to furnish con- 
ductors with pads of receipts which were punched and issued to 
passengers whenever a register became out of order. 

Walter Shroyer, auditor Indiana Union Traction Company, 
described the operation of the Ohmer registers. These indicate 
fares from 5 cents to $1.50 and it is the practice to register 
tickets for their full face value the same as cash fares. Com- 
mutation tickets are rung up as full one-way fares and this 
face-value registration had been found satisfactory. 

Mr. Fullerton said that the practice on the Detroit United 
Railway was to ring up tickets only as “tickets” and to issue 
receipts punched to show on-and-off stations of the tickets. 
Such receipts were also given for passes and so the company 
has either fare register indication or a duplex for every pas- 
senger transported. 

DIFFICULTIES OR INCONSISTENCIES ENCOUNTERED IN PREPARING 
ANNUAL REPORTS FOR COMMISSIONS 

C. E. Thompson, auditor Chicago & Milwaukee Electric Rail- 
road, called attention to the differences between the reports 
required by the Wisconsin Railroad Commission and the Inter- 
state Commerce Commission. The maintenance of buildings 
and structures account had to be subdivided into three heads in 
the Wisconsin report. Mr. Thompson also stated that the 
report required by the Wisconsin State Tax Commission dif- 
fered from that required by the Wisconsin Railroad Commis- 
sion. One of these reports required the company to distribute 
its payroll according to States and also to show the total 
payroll. 

Mr. Fullerton said the Ohio and Michigan railroad commis- 
sions accepted the report which was sent to the Interstate Com- 
merce Commission. 

Mr. Forse said that the Interstate Commerce Commission had 
considered the advisability of changing the date of annual 
reports from June 30 to Dec. 31. A test vote showed that the 
members of the conference were almost unanimous in favoring 
making reports as of Dec. 31. 


IS IT MORE PRACTICAL TO COMPUTE INTERURPAN PASSENGER 
EARNINGS FROM REPORTS OF TICKETS SOLD OR BY USING 
THE FACE VALUES OF THE TICKETS WHICH 
HAVE BEEN LIFTED? 


Mr. Fullerton said that the Detroit United Railway computed 
the revenue from the value of the tickets lifted. This practice 
was started when the road was a small property, and it fur- 
nished information as to ‘the obligation of the company to 
the public. "About 80 people were employed in the accounting 
department on this road, which had 800 miles of track and 
lifted in the neighborhood of 300,000 tickets daily. Twenty-five 
girls were employed to check the tickets. 

Mr. Maynes favored the computation of earnings from the 
reports of ticket sales rather than by using the values of the 
tickets lifted, stating that he thought the cost of determining 
the revenue by the latter method was too great in comparison 
with the benefit obtained. At the end of one month practically 
the only ticket liability which the company had was that from 
round-trip tickets and commutation books. The monthly 
reports of the agencies on the Illinois Traction System were 
prepared according to steam railway practice and the auditor of 
receipts had three traveling auditors who spent all their time 
visiting the stations. The balance sheet prepared by the travel- 


-mended the adoption of the unit way-bill. 
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ing auditor showed not only the count of the cash in an agency, 
but also the kinds of that cash. 

Mr. Thompson favored the computation of earnings from 
the values of the tickets lifted, because he had found that on 


some days the comparative figures of revenue obtained in the ~ 


two ways varied as much as 25 per cent. Mr. Shroyer did 
not think that the computation of earnings based on the values 
of the tickets lifted daily was worth the.expense necessary for 
five or six additional clerks in his office. The revenue de- 
termined in the two ways would practically balance at the 
end of any one month. 

On the return trip from Milwaukee the conference again 
discussed the computation of earnings from tickets sold and 
tickets collected. Mr. Thompson said that about 1 per cent 
of the gross sales were not lifted in a year on the Chicago & 
Milwaukee line. Mr. Wright said that his company had not 
yet balanced its unredeemed ticket account. He had heard it 
stated that the difference between the values of the tickets 
lifted and tickets sold varied from 2 to 7 per cent of the gross 
earnings. Mr. Maynes held that the difference was not great 
enough to warrant the additional expense for computing earn- 
ings from the values of the tickets lifted. 

E. D. Gault, auditor Mahoning & Shenango Railway & Light 
Company, favored the computation of earnings from the values 
of the tickets lifted. He based his arguments on the more 
accurate comparative figures obtained in this way. He had 
found that on the two pay days each month more tickets were 
purchased than on any other three days and it would be unfair 
to compare the earnings of these days with those of other 
days on the basis of tickets sold. About 90 per cent of the 
tickets mentioned were for city fares. He argued for using 
the values of the tickets in computation, because it gave the 
best idea of one day’s earnings, although he said if the earn- 
ings were compared year by year the variation would be small. 
ADVANTAGES AND DISADVANTAGES OF AN INTERLINE BAGGAGE 

CHECK HAVING A SEPARATE COUPON FOR EACH ROAD 

Mr. Shroyer favored the use of separate coupons for each 
road. He said that while the earnings from baggage are not so 
large as from freight and passengers, neverthless the companies 
should have the same kinds of records because of the liability. 
At ‘present the intermediate company has neither any coupon 
nor any record of the interline baggage transferred. He had 
not heard of any opposition to the use of a separate coupon for 
each road. Mr. Hixson had just started the use of a new 
form of baggage check made up in three parts with two tissue 
carbons. He thought that each road should have a record of 
the baggage handled free as well as the paid baggage, because 
of the liability involved. 


THE UNIT TYPE WAY-BILL VERSUS THE BLANKET’ WAY-BILL USED 


BY STEAM RAILROADS 

Mr. Forse explained the difference between unit way-bills 
made separately for each shipment and the blanket way-bills 
which covered a number of shipments. A majority of the con- 


- ference at an earlier date had voted to adopt the unit way-bill. 


Later the committee of the American Association had recom- 
Since then some 
objection had been raised and some~ members favored the 
blanket’ way-bill in preference to the unit way-bill. 

O. Burgett, freight auditor Western Ohio Railway, presented 
the following arguments favoring the blanket form: 

“1. Unit way-bill shows one consignee only on each way-bill. 

ie Too small—cramps contents. 

“3. No room for checking without defacing. 

“4. Inadequate for full sheet way-bills, and if enlarged would: 
ne be practical. ee 

"5. Less work for auditor on full sheet. 


ing agent make out the expense bill as. ie will be 1 m se | 


catch errors in rate and_ srieatic. 
oe 
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“9. Blanket bill much preferable as all bills are written with 
ink and are permanent, whereas bills even with indelible pencil 
become indistinct in time. 

“ro. With a unit bill copies pinned together often get de- 
tached and parts are lost.” 

Mr. Hixson said that the Terre Haute, Indianapolis & Eas- 
tern Traction Company was still using the unit form, but ‘that 
he had found many points in favor of the blanket way-bill. 
Freight crews were better able to check shipments if on one 
piece of paper, especially if there were only one or two freight 
runs a day over each division. Mr. Shroyer thought that the 
use of the blanket way-bill, while relieving the forwarding 
agent of clerical work, made more work for the receiving 
agent. 

In reply to Mr. Burgett’s criticism that the unit way-bill 
did not provide room for checking without defacement, espe- 
cially if the bill were through several junction points and each 
agent did his checking separately, Mr. Shroyer said that it was 
good policy to keep passing records. 

Mr. Pantel favored the unit way-bills and spoke of their use 
on a line with which he formerly had been connected. He 
made four copies and each bill was numbered at the printer’s. 
All the writing was done by the forwarding agent. 
freight was checked on by the agent and the conductor and 
checked off by the receiving agent. Agents had statements 
sent them daily, and all they owed the company at the end of 
the month was the freight charges on the shipments .on hand. 
In one year the claims amounted to only $32. Mr. Pantel did 
not favor putting additional work on the receiving agent; neither 
did he favor numbering the bills with a pencil. The numbers 
should be printed on them so that the bills could be checked 
in properly at the auditing office. 

Several of the members did not agree with Mr. Burgett in his 
statement that the blanket form of bill made less work for the 
auditing department. 

It was Mr. Wright’s experience that an agent would rather 
use a unit way-bill. Mr. Hixson said that his agents, except 
at the Indianapolis office, which did most of the receiving, 
would rather have the unit way-bill. 

President Forse exhibited a new pamphlet which the con- 
ference had prepared, showing an alphabetical list of the items 
of expense in the operation of electric railways classified ac- 
cording to the Interstate Commerce Commission and_ the 
American Street & Interurban Railway Association standard 
classification of accounts. Copies of this list would be fur- 
nished to members of the conference without charge, or would 
be sold at the rate of three copies for $1.00 to non-members. 
The pamphlet comprises 32 closely printed pages bound in a 
substantial cover. 

A letter ballot will be taken on the place for the next meet- 
ing of the conference. 
ay we 


GERMAN ACCIDENT STATISTICS 


The Strassen und Kleinbahn Berufsgenossenschaft (Street 
and Interurban Railway Brotherhood) of Germany, which is 
a mutual accident insurance organization organized in accord- 
ance with State laws, has just issued its accident statistics for 
the year 1909. 

The membership consists of 474 undertakings, including lines 
operated by steam, cable, gasoline or animal traction. Each 
“member is assessed a certain premium per 1000 marks wages, 
the percentage rate of the premium depending on the risk 
factor of the mode of traction used. The total number of 
accidents reported was 5780 (5994 in‘the year 1908), but the 
number actually settled was 3081 for a total cost of 881,374 
marks ($214,173). These accidents occurred on 161 railways 
over which 2,076,180,783 passengers were carried for a total 
distance of 575,300,688 car-km (356,686,426 car miles). This 
car mileage was composed of 436,293,723 motor car-km (270,- 
562,108 car-miles) and 139,006,965 trailer car-km (86,124,318 
_car-miles). There was one accident per 635,996 motor car-km 
i 304.317 car-miles) and one accident per 2,044,220 trailer 
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‘direction over the bridge. 
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car-km (1,267,416 car-miles). Thus the motor car was 3.2 
times as dangerous as a trailer car. Another table in this 
report relates. to accidents to employees. It appears that 36.36 
per cent of the accidents occurred to first-year employees. It 
is concluded from this condition that much remains to be done 
in instructing new men regarding the dangerous features of 
their work. 


0-@+e.-—_—____ — 


NEW STEEL BRIDGE OF CLEVELAND, PAINESVILLE & 
EASTERN RAILROAD 


The new bridge of the Cleveland, Painesville & Eastern 
Railroad at Willoughby, Ohio, is illustrated herewith. This 
bridge is 644 ft. in length and is of steel. It was constructed 
in the spring of the present year by the King Bridge Com- 
The new structure was placed in the 


pany, of Cleveland. 


Highway Crossing Under the Willoughby Steel Bridge 
of the Cleveland, Painesville & Eastern Railroad 


exact position occupied by the former wooden bridge. The 
work of construction occupied about two months and during 
that period trains were operated on an hourly schedule in each 


Cleveland, Painesville & Eastern Car on Willoughby Bridge 


The accompanying photographs of 
the new improvement have been received through the courtesy 
of E. L. Schmock, assistant secretary and purchasing agent of 
the railroad company. 


BIRMINGHAM PAVING MIXER 


The Birmingham (Ala.) Railway, Light & Power Company 
has adopted the plan of laying a 5-in. foundation of concrete 
in paving between and outside its tracks and then using pressed 
brick. Heretofore, the mixing of this concrete has been done 
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at 2714 cents per hour. Thus the daily cost for labor is $31.35. 
The cost of the mixer and car complete was $2,250, and figuring 
interest and depreciation, taxes and power consumed, the total 
cost a day would be $33. This makes a cost of 234 cents per 
square yard. The same concrete mixed by hand costs on the 
average 734 cents for labor, thus giving a saving of 5 cents 
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by hand, but owing to the continual increase of street paving 
it became necessary to adopt some form of mechanical mixer. 
Consequently the company purchased a Chicago No. 1 street 
railway paving mixer and mounted it on a small motor car built 
in its own shops. This car is equipped with two GE-1000 
motors for operating the car and an individual 15-hp, 500-volt 
motor for operating the mixer. 

For the benefit of those not so familiar with the operation of 
a mechanical mixer the following information will be of some 
importance. Referring to the drawing it will be noted that the 
mixer is equipped with a swinging discharge spout and a skip 
bucket on each side which raises the batch after it has been 
loaded by wheelbarrows and empties it into the feed spout. A 
gangplank is arranged on the side of the car, and wheelbarrows 
filled with sand and slag mount this gangway and empty into the 
skip buckets. The skip buckets are fitted with guide rollers 
which work in steel channels as a track, these channels also 
forming the main framework for the mixer. Each bucket has 
its individual hoist drum, friction clutch and prony brake, which 
operates on a shaft driven by a chain from the main shaft. 
This permits each bucket to operate independently of the others 
and hence either bucket or both buckets may be in operation 
at any time. The discharge spout at the end of the car is in two 
parts. The upper spout is pivoted to the floor of the car, and 
can be swung into the discharge opening of the mixer drum 
to catch the concrete. 
lower spout, which swings in a horizontal plane, thus dis- 
tributing the concrete at any point across the entire width of 
the track. The machine when using both skip buckets requires 
nine laborers on each side to load the buckets; one on each side 
to handle the skip and to put in the cement; one at the feed 
spout; one at the discharge spout, who also operates the water 
tank; four behind the car to spread the concrete; and the fore- 
man, who also operates the car and mixer. This gives a total 
of 27 men, including the foreman. 

During the first five days of operation the mixer laid the 
concrete for 3000 ft. of double track, making an average of 
600 ft., or practically 1200 sq. yd. per day. The best record yet 
obtained is 750 ft. of double track, or 1500 sq. yd. per day. 
Labor costs 11 cents per hour and the foreman’s time is figured 
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per square yard. Although the mixer is a comparatively new 
addition to the company’s assets, it has proven thoroughly satis- 
factory and economical in every respect. 


RE ey oF Wea eS, 
WELDING RAIL IN JAPAN 


Some very interesting rail welding has recently been executed 
by the Thermit process in Tokio, Japan, for the Tokio Tram- 
ways Company, under the direction of C. Weinberger & Com- 
pany, the Japanese agents for Th. Goldschmidt, Essen-Ruhr, 


Thermit Welding in Japan 


Germany, the proprietor of the well-known Thermit welding 
process. One of the claims made for this process is that 
ordinary labor, if intelligently directed, can be used for the 
welding work. In Tokio only native labor has been employed. 
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THE PURPOSE AND WORK OF THE CENTRAL ELECTRIC 
TRAFFIC ASSOCIATION 


BY" As . D. 


NEEREAMER, CHAIRMAN, 


In the fall of 1907 the members of the Central Electric Rail- 
way Association decided to take up traffic matters on a more 
systematic and uniform scale. The outcome of this decision 
was the organization of the Central Electric Traffic Association, 
which was completed in January, 1908. The work of this or- 
ganization actually began about April rt of that year. One of 
the first steps made necessary was that of changing the basis 
of membership in the Central Electric Railway Association 
from individual memberships issued to officers of the various 
companies to that of interurban companies recognized on a 
mileage basis. This scheme has been found to be practicable 
and has placed both associations in a position to accomplish 
better results. 

Since its inception the traffic association has been an organi- 
zation of energetic members, who have worked faithfully to 
advance interurban interests. It is impossible to describe ade- 
quately within a short space the various problems that have 
been confronted and surmounted during these two years. The 
first proposition was the selection of an interchangeable 1000- 
mile ticket which would be acceptable to the traveling public 
and at the same time meet the conditions existing on roads 
that were members of the association or parties to the ticket. 
After full consideration a ticket was finally adopted. This is 
participated in by 27 lines, representing approximately 2500 
miles. About 10,000 of these tickets are now in use and their 
popularity is rapidly increasing. 

Next after the 1000-mile ticket the association undertook to 
adopt a uniform basis for handling and transporting baggage. 
One of the greatest obstacles in the way of the adoption of 
uniform and standard regulations was the variety of laws in 
the different States. This obstacle was overcome finally and 
a joint and local baggage tariff was adopted and placed in the 
hands of the agents of the member companies to govern this 
class of traffic. In connection with this, standard forms of 
baggage checks were adopted. These are rapidly being put 
in general use. Both local or interline baggage may now be 
checked on interurban roads in the territory covered by this 
association on the same plan as that used by the steam rail- 
roads. 

By far the largest proposition that has confronted the 
association was the compilation and publication of joint pas- 
senger tariff No. 3. This tariff, whose compilation and print- 
ing required nearly a year, contains 291 pages and quotes rates 
between 34 common or headline points and 450 stations, show- 
ing every available route that is open to the public for travel 
between different points. Lines parties to this tariff have 
found considerable increase in revenue due to the fact that 
their agents are enabled upon application from a prospective 
passenger promptly, accurately and intelligently to furnish 
rates and tickets to any point in the territory. In connection 
with this tariff a set of standard forms of interline tickets 
covering every class of transportation, both one way and round 
trip, was adopted. These new features, so far as passenger 
traffic is concerned, have placed interurban lines on the same 
basis as the steam roads between points in this territory. The 
adoption of standard baggage rules and standard forms of 
interline tickets and the publication of through rates have 
enabled some of the interurban lines to make traffic arrange- 
ments and agreements with their neighbors, the steam roads, 
and have opened up a new field for business. 

Regarding freight traffic it may appear on the surface that 


very little has been done, yet this matter has been under con-. 


sideration for the past two years and is being gradually devel- 
oped. All of the lines handling freight have adopted the offi- 
cial classification, which is published by a committee of the 
steam railroads, and is filed for the interurban roads by the 
chairman of the Tra‘fic Association. 

There is also under consideration the publication of an offi- 
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cial interurban railway map covering the entire territory and 
showing all cities, towns, villages and settlements of 100 or 
more inhabitants. The publication of an official interurban 
railway guide is also under consideration. This guide will 
show timetables of the interurban lines in such shape that 
the traveling public can intelligently plan trips. These two 
innovations are now in the hands of able and energetic com- 
mittees. 

The members of the Traffic Association hold monthly meet- 
ings at practical and convenient points in the territory and at 
these meetings propositions in which all of the lines are more 
or less interested are thoroughly considered and the question 
of the best service to the public is finally worked out. These 
meetings are of great benefit to the representatives of mem- 
ber companies for the reason that an opportunity is given for 
the exchange of views on all subjects. Many a knotty prob- 
lem has been found to have a simple solution after confer- 
ence at these meetings between members in the same business. 

Under its organization the association does not presume to 
dictate what any individual company shall do, the main object 
being to maintain friendly relations and to develop in the most 
practical manner the best way of handling the through or long- 
distance traffic. The association also holds the unique position 
of being the only traffic association in the United States com- 
posed of electric railways. 
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COMMUNICATION 
A POSSIBLE MEANS FOR PREVENTING COLLISIONS 


SOUTHEASTERN Onto Raitway, Licht & Power CoMPANY 
ZANESVILLE, Onto, Sept. 22, 1910. 
To THE Eprrors: 

The collision at Kingsland on the Ft. Wayne & Wabash 
Valley Traction Company on Sept. 2t only emphasizes the 
need for some means to prevent train crews from forgetting 
orders and to assist train dispatchers in preventing wrecks as 
the result of wrong orders being issued. It seems to me alto- 
gether practical to make a long stride in this direction without 
a great expenditure of money. 

The selective signaling devices that are on the market are 
rapidly coming into use and are proving very trustworthy for 
the control of semaphores and various types of telephone 
relays. My plan for an emergency control of trains by the 
dispatcher is as follows: 

A circuit controlled by a master selector, located in the dis- 
patcher’s office, is strung the entire length of the road. Each 
section of the trolley is to be controlled by a releasing device 
which actuates a heavy short-circuiting switch between the 
track and trolley.. This device, operated by the selector, is 
installed at any convenient point on each section of trolley. 
When the dispatcher has issued a meeting order to two trains 
he could set a semaphore against them at the meeting point 
as a further protection. If the crew of the train due first at 
the siding overlooks the orders or fails to see the semaphore 
the dispatcher will note that this train has not reported and 
is past due at the meeting point. Immediately he can start his 
emergency selector controlling the section or sections of the 
trolley on which the train may be running and in an instant 
he has “killed” that section. He can then notify the sub- 
station operators handling the circuit breakers and take any 
other steps that are necessary to straighten matters out. Such 
a plan could be made to fit the conditions on any road operated 
by a dispatcher. 

Again, instances are on record where the dispatcher issued 
wrong orders and realized the fact before a collision occurred, 
but too late to prevent the accident. With the plan outlined, 
he could cut off the current and stop the trains in danger 


without going to the extremity of ordering the circuit breakers 


out at the station. 
Letanp R. ApAms, Electrical Engineer. 
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NEW LOCOMOTIVE FOR THE BROOKLYN RAPID 
TRANSIT SYSTEM 


The locomotive illustrated and described below was designed 
for use in switching and freight service over the Brooklyn 
Rapid Transit System and was built by the General Electric 
Company and the American Locomotive Company jointly. 

The rapidly increasing demand for freight service over the 
3rooklyn lines and the peculiarities of this service have de- 
special features. The 
collection of heavy freight from railway terminals and docks, 


manded a locomotive having several 


and the occasional short sharp grades encountered, particularly 
along the water front, have necessitated a heavy type of loco- 
motive, while the distribution of freight to shops and factories 
as far distant as South Brooklyn and Coney Island, and the 
requirement that such service shall not interfere with passenger 
service, nade it imperative that the locomotive should be capa- 
To fulfil all these require- 
ments it was essential that this locomotive be more heavily 


ble of operating at high speed. 


motored than one designed for ordinary switching service. 


In general appearance it resembles the General Electric Com- 
pany’s 
sloping end cabs. 

The trucks are of the M. C. B. equalized type with double 
They are similar 


standard switching locomotive with center cab and 


elliptic bolster springs and swinging bolster. 
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preferred to the box type used on previous B. R. T. locomo- 
tives. The auxiliary cab contains sand boxes, air reservoirs, 
rheostats, and contactors; while the main cab contains the 
controllers, brake valves, switches and other apparatus for the 
direct control of the locomotive. 

Turning now to the electrical equipment of the locomotive 
there are several features of interest. As stated, it is furnished 
with high-power motors, the equipment consisting of four 
GE-212-B motors. The GE-212 is a commutating pole motor 
with a rating on the standard one-hour basis of 225 hp. 
Commutating pole motors have demonstrated their satisfactory 
operation under severe fluctuation of load and voltage and 
motors of this type and capacity are needed in the present case 
in order to meet the requirements presented by heavy tractive 
effort under starting conditions and high speeds upon the 
level. The locomotive is capable of exerting a tractive effort 
of 16,880 Ib. at 20 m.p.h. at the one-hour rating of the motors, 
or of maintaining a tractive effort of 6000 lb. at a speed of 
30 m.p.h. Stated in other words, it is capable of operating a 
500-ton trailing train on the 2 per cent grades or of pulling 
the same train at a maximum speed of 30 m.p.h. on the level. 

A distinctive feature of the locomotive is the type of control. 
Sprague General Electric type-M control has been furnished, 
which provides three combinations of motors with a total of 
18 steps, seven of the steps with all four motors in series, six 


Side and End Views Brooklyn Electric Locomotive 


to the standard two-bar equalizer trucks built for the Brooklyn 
Rapid Transit System by the American Locomotive Company 
for use under the Brooklyn elevated motor cars and are dupli- 
cates of these trucks, all wearing parts being interchangeable 
excepting such other parts as have 
required a heavier construction on account of the greater weight 
to be carried. 

The locomotive platform is built up of longitudinal sills of 
1o-in. channels extending the whole length and is fitted with 
cast-iron end frames and heavy built-up bolsters, the latter 


springs, equalizers and 
e 


being built of 1734-in. x I-in. plates with center-pin castings 
riveted to them, Drawhead castings are attached to the center 
sills and end frames, thus giving them great rigidity. The draft 
rigging consists of Tower M. C. B. No. 3 couplers with 
5-in. x 5-in. shank. The whole platform is squared and braced 
by heavy floor plates extending the whole width of the locomo- 
tive and riveted to the longitudinal sills. The locomotive has 
been designed for a weight of 55 tons and the ballast required 
to bring it up to this weight consists of 10-in. x 2-in. bars run- 
ning the whole length of the platform, notched over the bolster 
plates, and bolted to the longitudinal sills. 

The cab consists, as said above, of a main operating cab in 
the center of the platform with auxiliary end cabs and side 
platform extending out toward the ends of the locomotive. 
This type of cab gives an extended view to the operator in 
all directions from his operating seat and on this account was 


steps with motors in series parallel, and five steps with all 
motors in parallel. Such a three-speed control is demanded by 
the conditions of service because a high speed is required for 
level running with through freight and an economical slow 
speed for heavy switching work. Three-speed control has been 
used previously on locomotives for heavy railway service, but 
until lately such a control has not been required upon electric 
roads and is a recent development made by the General Elec- 
tric Company. ‘he type of control required for electric loco- 
motive service differs from that for ordinary car service in 
that it must be arranged to work the motors as close as possi- 


‘ble -to the slipping point of the wheels throughout the entire 


range of acceleration without sudden fluctuations of. tractive 
effort. In the present case the large number of steps and the 


‘rheostat divisions have been very carefully designed and propor- 


tioned to the weight of the locomotive. The transfer from one 
combination of motors to another has been arranged in connec- 
tion with the rheostat steps so as to secure a uniform gradation 
of tractive effort throughout the entire range of control. s 
an illustration of the range of this control it may be noted that 
the locomotive will develop a tractive effort of about 6500 lb. 
on the first step of the controller with a current from the trol- 


ley of 150 amp. On the series steps it will develop 27,500 Ib. 
with 450 amp and will attain a maximum speed of about 7 m.p.h. 
with a 500-ton train. On the parallel steps the motors will re-— re 


quire about four times these currents to develop the same trac- 
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tive effort, but with the same train the locomotive will attain a 
maximum speed of about 30 m.p.h. 

Controllers are placed at the engineers’ operating seats at 
diagonally opposite corners of the main cab and contactors are 
mounted in the auxiliary cabs where they are convenient for 
inspection and repair. The controller handle is of the lever 
type with a spring attachment which indicates to the motorman 
by the feel the running and the resistance notches. Third-rail 
shoes and trolley poles collect current either from a third-rail 
or from overhead trolley as demanded by the equipment of the 
various Brooklyn elevated and surface lines. A double-throw 
switch in the main cab connects the power circuits of the loco- 
motive to one or the other of these collecting devices as occa- 
sion demands. Air compressors are mounted in the main cab, 
and the air-brake equipment is supplied to correspond to the 
B. R. T. standards. All wiring is in conduit and so arranged 
as to give the interior of the cab a neat and workmanlike 


appearance. 

The following table gives the principal dimensions of the 
locomotive: 
Pye sO. MOtOTS Aci ances ict craie atarai ale sl chereiale whale iSie hua cti% oe es see GE-212-B 
Number of motors:...... Sere > setae: hela ertat eke sans favahe tithe 0's si iste eres 4 
fee rera tigen) Ameen teat ea faceted ea ola afovce cate sae o's ERA 
NMI DEN Of WOT ivan a ReRCelSe siete ars<is strain cts tates TORE aie Eins ie oe ees cena es 8 
Paime her a aerial ciate rare As cert oT ere a aie se ce econ 34 in 
Potala woeele pases waiter ociostn detest sanisijineeéccccsscas.22 ft, 2 in. 
ASIC HEE! s'DaSecierccterte cc wiles eros aie a & iets: cravsieueld dle De wee eae 6 ft. 8 in 
Boetre thm tiisi den ket eka. ania safe oe exetevte ecavelletave, Cie viwcega-ataleias p oca'e s at it. in; 
POH RE Huet AITERCA ere Sota nce sires othe NG. LG Sinileh die eitie,e!arore diaie c 8 ft. o in. 
Per C aot CAD MOVET Wal llerfaraiatel ora ¥e1s\ cisatertiaic eau o's\dis sis, a.c/s.6 srailsle © 27° ft. O IM. 
Be EN NOY EVE aE et eto el tel Sel ciicnn fr stele ove Vadis aye ai oial’s efere ve, 104 a's aac 110,000 Ib. 
Tractive effort at 25 per cent coefficient. . oe 238274550) 1D: 
UeGANeh ER r ecb sknshsior bad Rel Oo Aine Un See 17 m.p.h. 
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COMBINED FARE BOX, REGISTER AND TURNSTILE 


The H. R. Langslow Company, Rochester, N. Y., has re- 
cently perfected and is placing on the market a novel system 
of fare collection for prepayment cars. It includes a new 
type of fare box and a folding turnstile so connected with each 
other that each time a nickel is deposited in the fare box 
the turnstile is released for the passage of a passenger. The 
number of nickels deposited and the number of passengers ad- 


Turnstile and Box from Passenger Entrance 


mitted through the turnstile are registered on separate reg- 
isters and the difference between the fares registered and 
the passengers registered should correspond to the num- 
ber of passengers riding on tickets and transfers. If the 
company wishes also to register tickets and transfers auto- 
matically, the manufacturer has designed a slightly different 
type of fare box in which the tickets and transfers can be 
deposited in the same hopper as the cash fares. The paper 
tickets are then separated automatically from the coins and 
separately registered. The fare box is of the “open” type; 
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that is, all fares after passing through the box fall into a 
cup, where they are available for change by the conductor. 
Every contingency in the collection of fares seems to have 
been taken care of in the construction of this machine. If 
two or more nickels are thrown into the fare box at the same 
time to pay fares of two or more passengers, each is regis- 
tered independently, and by means of an escapement and 
ratchet wheel controlling the movement of the turnstile the 
latter is automatically released to admit the proper number of 


Fare Box and Turnstile from Position of Conductor 


passengers, or the number for which fares have been paid. 
The turnstile then becomes until another nickel is 
dropped into the box. The machine register fares and 
make the corresponding number of releases on the turnstile 


locked 
will 


more rapidly than passengers can pass into the car. 

If a cent, a dime or any than a nickel is 
dropped into the fare box it passes through without register- 
If a quarter 


other coin smaller 


ing or releasing the escapement of the turnstile. 
or any larger coin than a nickel is dropped into the box the 
larger coin automatically is diverted into a separate compart- 
ment covered by glass so that the passenger’s attention can be 
directed to the fact that he has inserted the wrong coin. The 
conductor then makes the proper change in nickels and the 
passenger pays his fare or fares in 5-cent pieces. The reg- 
istration and release the turnstile is 
simple and is operated by electrictty from the trolley current, 
so that levers connecting the fare box and turnstile are elim- 
inated. If the current should go off the line the passengers 
can still be admitted to the car by a foot lever, which re- 
leases the turnstile latch. Such passengers, of course, are 
automatically registered in the turnstile register as they pass 
into the car, and upon a resumption of current the coins de- 
posited in the meantime in the box are automatically passed 
through the box and registered thereby. 

The turnstile itself is of ingenious construction. It consists 
of an upright spindle with two sets of sliding arms at right 
angles to each other. The lower ends of these arms are pro- 
vided with rollers which engage in a grooved guide on the 
inside of the turnstile so that as the turnstile is revolved the 
arms slide out across the passageway and then in again after 
they have passed the passageway. This arrangement not only 
takes up the least amount of room, but also avoids accident, 
because there is but one projecting arm and that is at right 
angles to the movement of passengers. The Langslow Com- 
pany will exhibit this apparatus at Atlantic City. 


mechanism on very 


The municipality of Bogota, Colombia, has bought for $800, 
000 the property of the Bogota City Railway Company. The 
latter was a United States corporation which had operated 
under a street railway franchise from the Colombian Govern- 
ment. 


on 


STEEL PORTABLE SUBSTATION OF THE FORT WAYNE & 
WABASH VALLEY TRACTION COMPANY 


The Westinghouse Electric & Manufacturing Company, East 
Pittsburgh, Pa., recently completed for the Ft. Wayne & Wa- 
bash Valley Traction Company a steel portable substation 
which is now in operation on the latter company’s lines in the 
vicinity of Ft. Wayne, Ind. The all-steel car was made in 
accordance with M. C. B. rules and regulations. Its dimen- 
sions are: Length over the end sills, 4o ft.; width, over all, 
9 ft. 5 in.; truck centers, 27 ft.; and height from floor to un- 
derside of roof at center, 8 ft. 9 in. 

The general arrangement of the electrical apparatus in the 
car includes no great departure from previous practice. The 
lightning arresters are located at one end of the car; close to 
this end are the oil circuit-breaker and the transformers; the 
switchboard is near the center, and the rotary converter is 
near the opposite end. Liberal space is allowed near the 
switchboard in the middle of the car and there are no high- 
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Steel Portable Substation for the Ft. Wayne & Wabash 
Valley Traction Company 


voltage wires in the neighborhood of the board; hence com- 
plete safety is secured for the operator. 

The s500-kw, 500 r.p.m., 550-volt, 6-phase, 25-cycle rotary con- 
verter is of Westinghouse standard type. The switchboard 
comprises two panels of black marine-finished slate. The 10- 
amp, three-pole, 35,000-volt, type E, oil-circuit-breaker is op- 
erated by hand from the switchboard, to provide distant con- 
trol of the high tension, incoming line. The three-phase trans- 
mission circuit of 33,000 volts and 25 cycles is brought into the 
car through three 300-amp, 33,000-volt, single pole disconnecting 
switches. There are two 33,000-volt primary, lowering trans- 
formers of the oil-insulated self-cooled type; they are double- 
V connected. Three low equivalent lightning arresters are also 
provided. 
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RAILWAY ARMATURE BEARING 


The accompanying cut shows the standard Westinghouse 
railway motor armature bearing. 


The armature bearings of 
this type have large oil wells especially fitted for thoroughly fil- 
tering the oil. Each well is divided into a waste pocket and oil 
reservoir by a partition, communication between the two sec- 
tions being provided at the bottom. In the central section or 
waste pocket woolen waste is packed against the shaft or axle 
through an opening in the bearing lining. The oil is poured 
into the reservoir and through the opening at the bottom it is 
filtered and fed to the bearing by capillary action. By this 
means dirt, grit, and impurities are kept from the bearings and 
held under the waste. An economical level can be maintained, 
as the oil in the reservoir is readily gaged. 

Suitable wiper rings prevent an oversupply of oil from work- 
ing into the motor and damaging the windings. The bearing 
also has a drain chamber which catches the oil as it works out 
of the bearings. This oil may be siphoned or sopped and used 
for lubricating side bearings, brake levers and the like. The 
principal function of the drain chambers, however, is to pre- 
vent any oil from dripping to the track or streets at crossings 
or stations or in the car houses. 

An examination of any of the modern Westinghouse motors 
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will show that the armature bearings are lubricated on the low- 
pressure side, that is, on the side that receives the least thrust 
when the car is in motion. This is a very important feature. 


id ste 
Railway Motor Armature Bearing 


The waste is applied directly to the side of the journal that 
is not rubbing against the babbitt, and the oil is carried around 
into the bearing. This arrangement affords a very desirable ele- 
ment in bearing lubrication, as it insures a uniformly thorough 
distribution of oil to every point of contact. 
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PATTERN SHOP BAND SAW 


The woodworking tool shown in the accompanying illustra- 
tion is the No. 50 band saw of the J. A. Fay & Egan Company, 
Cincinnati, Ohio, by which it was originally designed for shops 
where much scroll-sawing is done. Consequently this tool has 
been found well adapted for pattern shops where similar work 
is turned out daily. When used in pattern shops the table of 
this saw is arranged with a tilting device which has a microm- 


Pattern Shop Band Saw 


eter adjustment, whereby the operator is enabled to adjust the 
table instantly to any angle up to 45 deg. to the right and 10 
deg. to the left. The most important feature in the construc- 
tion of the machine is the straining device known as the knife- 
edge balance. The upper wheel is hung solely on a knife-edge 
and the tension of the blade is given by a compound lever 
mechanism. This has been found a most satisfactory device for 
straining the blade, as the action is instantaneous under all con- 
ditions and the machine can be run at a high speed with no 
danger of breaking even the finest blade. 
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REGISTERING FARE BOXES USED IN NEW YORK 


The Johnson Fare Box Company, New York and Chicago, 
began to install last July a number of its latest registering fare 
boxes on the 125th Street crosstown pay-as-you-enter cars of 
the Third Avenue Railroad Company, New York. The traffic 
on this line is very heavy during the summer, as the western 
terminus is opposite the piers of the principal Hudson River and 
Coney Island excursion boats. It is not at all uncommon for 
the cars to take on as many as 90 passengers at one time dur- 
ing the height of the excursion season. For this yery reason, 
it was decided to introduce the boxes on this route. They 
were found capable of handling this heavy business, and as a 
result more of them are being installed by the railway. 

This registering box, as its name indicates, includes a com- 
plete registering mechanism which registers the total number 
of fares, the total number of passengers, the trip number and 
the direction. In addition, a bell rings for every fare collected. 
These features are combined with a glass chamber in which 
the fares are dropped, a coin-selecting mechanism and separate 
cash compartments. The mechanism is contained in a steei 
box which does not differ materially in appearance and size 
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Registering Type Fare Box Installed on One of the Cars 
of the Third Avenue Railroad, New York 


from the ordinary cash box. Like the latter, it is mounted on 
the platform dividing rail and can be easily removed by the 
conductor from one end of the car to the other. 

The new box handles dimes, nickels, and pennies, as it was 
found that provision for 25-cent pieces was unnecessary. The 
money on being deposited by the passenger falls through a zig- 
zag chute to the examination plate of the fare chamber. This 
chute has closed sides of glass and toothed jaws at the bottom 
so that it is impossible to take out from the top any money that 
has gone through. At the same time, the conductor can ex- 
amine the deposited coin after it has been dropped on the in- 
spection plate until he permits it to fall into a hopper by one 
movement of a handle, which announces the fare on the gong. 
The coin passes from the hopper to a revolving feeding plate, 
which carries the coins to selecting cams which count and de- 
posit them in compartments for each denomination. This cycle 
of operations occurs so rapidly that there is no likelihood of 
the hopper becoming clogged from the rapid deposit of coins. 

The conductor has a key which gives him access to the reg- 
istered fares at any time. He can also remove the operating 
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handle to prevent tampering with the box when his car is in 
for lay-overs.. The passenger and fare numbers coincide ex- 
actly in the standard design of this registering mechanism. It 
is possible, however, to adapt the cyclometer for 3-cent, 6-cent 
and other unusual fares but in that event, the passenger and 
the fare totals would not be the same. Careful attention has 
been given toward making these devices easy to maintain and 
proof against damage from the insertion of slugs, nails, ete. 
Like parts of the boxes of the same type are absolutely inter- 
changeable and all of them except the hopper are made to dies. 
The cams are of case-hardened steel and have been tested to 
175,000 movements without showing signs of wear. When re- 
placements are to be made, the whole mechanism can be taken 
from its case merely by removing two sealed rods. 
Lal i YG es 


WEDGE TYPE CONTROLLER HANDLE 


Usually a worn controller handle is kept in segvice by such 
annoying makeshifts as pieces of wire, shims or anything else 
which will make it grip the shaft. This practice is very unde- 
sirable because a loose handle is not only liable to slip in emer- 
eencies but to lead also to improper contact of the controller 
fingers, thereby causing blowups and serious arcing. To over- 
come these difficulties, the Electric Service Supplies Company, 
Philadelphia, recently placed on the market a wedge type con- 
troller handle which it calls the “Lock-On.” As shown in the 


Wedge Type Controller Handle with Detail of Locking 
Device 


accompanying phantom cut, the handle has a socket which 
conforms to three sides of the shaft; the fourth side is formed 
by a downwardly tapered wedge which is controlled in its 
downward movement by an adjusting screw of drop-forged 
steel. This screw is threaded into a lug cast on the inside of 
the handle. Its motion is transmitted to the wedge by means 
of a flange which works in a groove in the wedge. The me- 
chanical motions of this handle are similar to those of a worm 
gear. A slight pressure on the screw transmits a heavy clamp- 
ing effect to the wedge, thus making it grip the shaft so tightly 
that accidental release is impossible. It is stated that a single 
turn of the screw is amply sufficient to lock on the handle, to 
prevent its removal until desired by the motorman, who then 
releases the screw. The handle is arranged to adjustments 
of 8-in., which permits it to be used on badly worn shafts and 
also makes it interchangeable in all the controllers of a given 
type. 

It is believed that the “Lock-On” controller handle is su- 
perior to handles of the split type wherein a thumb screw is 
provided for tightening to the shaft. As handles of the latter 
type are usually made from brass or malleable iron, the spring 
effect of the thumb screw is soon lost, after which the handle 
must be discarded. It is held, furthermore, that split handles 
suffer from lack of adjustment and cannot be interchanged. 
The manufacturer of the “Lock-On” controller handle recom- 
mends strongly its use in connection with the Automotoneer to 
combine perfect safety in controller handling with the ad- 
vantages of proper acceleration. 
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NEW TYPE OF CENTER ENTRANCE CAR 


Car Company, of York, Pa, has recently 
brought out and put on the market a modification of its well- 
known type of car arranged for center entrance and exit. The 
car possesses the same features, good ventilation and lightness, 
which characterized the earlier end entrance cars which have 


The Barber 


I 
\f Movable bulkhead, shifted to + 
throw seat mto body of car = 


Movable bulkhead. shifted 
to throw seat mto ca 


Plan of Center Entrance Car 


been built by the company, and has the turtle-back roof, square 
ends and straight sides which have also been characteristics of 
its end entrance cars. ; 

The car illustrated in the accompanying engraving is for 
double-end operation and has an entrance on each side. The 


Center Exit and Entrance in Use © 


door not in use is protected by a wooden bar on uprights which 
also serve as a support for standing passengers. The open 
space over the steps on the side not in use is covered to prevent 
accident. 

By an ingenious form of movable bulkhead the motorman’s 
cab can be enlarged to include one end seat when in use, and 
when not in use can be closed up so as practically to include 


Interior of Center Entrance Car, Showing the Seating Plan 
and Dividing Rails 


only the controller and air valve. The motorman’s cab -pro- 
vides ample room for the motorman and gives him a command- 


ing view of the track in a place where he is free from distrac-- 


tion. The car is equipped with the Barber hydraulic brake. 
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‘section through the furnace. 
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The car body shown in the engraving contains 44 seats and 
weighs I1 tons, including truck and all electric equipment, in- 
cluding motors. 


Single Truck for Center Entrance Car 


Although the body length is 34 ft. 7 in. over all, the car is 
mounted on a standard Barber single truck with a wheel base 
of to ft. The Barber Car Company expects to have one of 
these cars on exhibition at the Atlantic City convention. 
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IMPROVED UNDER-FEED STOKER 


The Under-Feed Stoker Company of America, Chicago, IIl., 
has recently brought out what it terms the “New Jones” high- 
duty, self-cleaning, automatic mechanical stoker. This type was 
devised to secure a mechanically cleaned stoker the refuse of 
which would contain practically no combustible matter. The 
possibilities of this type are indicated by data from the manu- 
facturer on two stokers of this design which were placed in 
operation about May 1, 1910, under a 360-hp Heine boiler of 
the safety water-tube type. -The stokers in question have ‘been 
in constant use night and day since their installation and up to 
the present time all parts are reported to be in perfect condition. 
The only repairs were due to the breakage of two improperly 
installed levers of the self-cleaning mechanism. This accident, 
however, did not interfere with the regular operation of the 
stoker. : 

The fuel used consisted mainly of low-grade coals from 
Iowa, Illinois and Indiana, although this type of stoker has 
also used high-grade Pennsylvania bituminous fuel. With two 
of these self-cleaning stokers a smokeless consumption of 
7000 lb. bituminous coal per hour has been obtained in a water- 
leg furnace 5 ft. 6 in. wide x 8 ft. long. This consumption was 
at the rate of approximately 160 lb. coal per square foot of 
furnace area per hour. It is stated that the stoker has operated 
without any clinker whatsoever, although Iowa coals are noted 
for the heavy clinker which they usually produce. The refuse 
which drops into the ash pits at the rear of the furnace consists 
of fine particles and few pieces are more than an inch square. 

The new stoker embodies no change in its system of auto- 
matic control of fuel and air supply over the company’s stand- 
ard stoker. The greater fuel capacity of the self-cleaning 
stoker is not due entirely to the self-cleaning attachment, but 
to the fact that the tuyére area of the self-cleaning stoker has 
been increased fully 200 per cent. This makes it possible to 
obtain excessive fuel-burning capacity with a materially reduced 
air pressure, as will be noted by referring to the test report at 
the end of this article. ; 

CONSTRUCTION DETAILS 

The view, Fig. 1, on page 525, shows a longitudinal cross- 
The parts of the self-cleaning 
stoker that are outside of the furnace proper are exact counter- 
parts of the company’s standard stoker. Inside the furnace 
the following changes have been made: The depth of the retort 
at its forward end is over double the depth of the retort in the 
standard stoker, the depth gradually decreasing toward the rear 
of the stoker until at its extreme rear the depth is practically 
the same as the retort of the standard stoker. The bottom of 
the retort is horizontal, while the bottom of the standard stoker 
is inclined upward slightly. § 

The self-cleaning mechanism is operated by an auxiliary 
cylinder C located beneath the floor line. However, this cylin-— 
der may be placed on the floor line at any accessible point. The 


operation of this cylinder is controlled by a separate Cole © 


automatic attachment, the same device that controls and prop-— 
erly proportions the fuel and air supply of the stoker proper. 


In lieu of the solid dead plates used with the standard stoker — 


] 
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sectional dead plates 4 are used, each section locking into its 
mate. These dead plates have a longitudinal movement vary- 
ing from 2 in. to 6 in. or more if desired. They contain rect- 
angular openings for receiving dogs B, which are placed at 
intervals of approximately 9 in. lengthwise of the plates. Be- 
neath each dead plate and actuated by the auxiliary cylinder C 
there are two bars D connecting the lower portion of the dogs 
together to effect a movement of all of the dogs in the dead 
plates in unison with the movement of the dead plates them- 
selves. Each connecting bar D is moved by the lever E beneath 
in unison therewith. The dogs give an upward and downward 
motion to the refuse which accumulates on the. dead plates. 
They thereby assist the forward motion of the clinker on 
the dead plates at the time when the dead plates are moving 


Fig. 1—Longitudinal Cross Section Through the Furnace 


longitudinally forward. The dogs, the dead plates and the 
refuse breaker begin operating at the same time and remain 
in unison. The movement of the refuse breaker first 1s up- 
ward so that the clinker which is farthest downward and for- 
ward from the dead plates extends beyond the end of the retort 
proper under the refuse breaker F. 

When these three parts have completed their forward and 
upward movement they return to the starting point and are 
again placed in operation automatically by means of the 
auxiliary cylinder C. The lever G, operated by the connecting 
bar H, which also operates the lever E, directly controls the 
movement of the refuse breaker F. When the dead plates are 
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Fig. 2—Vertical Cross Section Through the Center of the 
Furnace, Showing the Self-Cleaning Mechanism 


at rest the backs of the dogs:lie flat in the dead plates to 
present a smooth surface for the refuse. 

The complete cycle of operation may be described as follows: 
When the cleaning stroke begins the noses of the dogs rise 
above the dead plates about 1% in., facing the bridge wall; 
the dead plates themselves do not move until the dogs have 
risen to their extreme stroke, when the plates and dogs move 
forward to the end of their travel, carrying the refuse a pre- 
determined distance. The upward movement of the refuse 


breaker is completed when the dogs and dead plates are at . 


their extreme forward position. .On the return stroke of the 
moving parts the dogs first return to their normal position 
level with the dead plate’. The dead plates then start on their 
return movement, as does the clinker breaker, carrying with it 


such refuse as may be of sufficient solidity as not to have fallen 
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into the ashpit. The entire cycle described is accomplished by 
one forward and one backward movement of the auxiliary 
cylinder piston. To produce a shearing motion the cutting 
face of the refuse breaker is set on a slight angle with the 
lower cutting edge of the dead plate at the rear of the stoker 
retort proper. The normal position of the clinker breaker is 
down, so that its top is about level with the rear dead plate. 


DATA DERIVED FROM STOKER TESTS UNDER: ONE 
360-HP BOILER. 


MEFS eG RINC DSV ELD st ark Sexo Shale orca ciicha Say ocel aye tesa la taictese aaa. July28. Aug. 19. 
Bo rlemamesta er CNet ais cio c & alictal st aieinaharn le stele atemycie teks One 360 hp Heine 
Duration vor, test, CHours) 2s sence sci eect (% 5s 
a Mite ter site hers aid onsats, shee fea a perros a eres Enterprise, la. Enterprise, Ia. 
Ptanime Saew WILD, tec Se eS cten Sook oe hieakeaia dre Stace 143.6 I5l. 
lastercaees Mais Meco cyaherant cies sa taes orate tee tetarea suas 1.65 1.8 
Emacee crake (lites ¢ vere cre Miele ersieie ele disierera Oe +194 13 
EAC Me Ta Ltd Te on a aisdarecaheoe!Gnpheto ei aestere Ghetenate .65 .60 
Feed water temperature (deg. Fahr.)........ Vie 74 
Uptake temperature (deg. Fahr.)............ 628. 698 
ot ale OAM EMI) esnaevske lac. sues eins Oe ele tere meats 16,698. 12,000 
Coalimermyo ute Clb Discescie-s cscs erate wie ccteisle wes bie 3,339-6 2,400. 
Coal per hour) per stoker (1b.)....0. anne ceias 1,669.8 1,200. 
Total water evaporated (Ib)\. .< oe. icsne ans ties 123,314. 95,288.4 
Factor, of ECVapOratiOR<.ce<s cen nt sean sein wae I.1912 1.1923 
Equivalent evaporation from and at 212 (lb.). 146,881. 113,621. 
Actual evaporation per lb. coal (lb.)......... 7.38 7.94 
Equivalent evaporation from and at 212 per 
LE COMM ia hier ta eracnatclet alctart iain. state ero 8.79 9.468 
Horsepower ‘developed'.|s-.% sm-.scgueisis oe es sre sisi 851. 658. 
Per cént rating developeds. 0.0... cece ees 236. 183. 
Pens icentwetteren Cy a scte ais vcalsc6 s.sheptre-e Sie eiere es pe 70.7 76.2 
Analysis. Percentage of 
Coal and Refuse. 
Volatile combustible...... MC Ft BE CRA CR 42.89 5.98 
Pty eas EOE CEL ahs ott. aide ah late see. p eta rw notes 41.78 9.61 
IV ONS Elia mettre tc ence Oates eco oe acer cheeere Sie pata ee 8.01 0.00 
AG Bipeee ty Settee s/s etorerseaees, «<a, SeeP ae siege See 7.32 84.41 
DOCU setae aus ha Boat al Nay sbe caietisselferS gvaiia’eve' ares. ayergahs 100.00 100.00 
B RES. a acre Ci coe cig wien’ Seeks Pee siete 11,996. 2,420 


The frequent agitation of the fuel in the retort by means 
of the introduction of fresh fuel, and over the dead plates by 
means of the self-cleaning attachment, is said to insure prac- 
tically perfect and smokeless combustion. The report of two 
tests, given above, shows a remarkable increase in capacity 
with a very low percentage of combustible matter in the ash. 


\\ 


Fig. 3—Half Plan of Furnace and Half Plan of Self- 
Cleaning Mechanism 


The decrease in capacity shown by the test of Aug. 19 is due 
to the fact that the owners of the plant where the stokers are 
installed did not desire to have the boiler operated at as great 
a capacity as was obtained in previous tests 


Arrangements are being made in Pittsburgh for a mammoth 
“Land Show ” which is to be held Oct. 17 to 29. The exhibits 
will include those of the United States Government, of various 
States, commercial bodies, irrigation companies, ete. 


LONDON LETTER 


(From Our Regular Correspondent) 


The Lancashire & Yorkshire Railway, encouraged by the 
success with electricity on its system between Liverpool 
and Southport, contemplates adopting electricity on the 
section to Ormskirk. Steam as a motive power is practi- 
cally superseded by electricity between Maghull and Ex- 
change station in Liverpool. It is stated that the company 
has in contemplation an electric belt route between Liver- 
pool, Ormskirk and Southport. Current will be carried 
across country from the power station at Formby. 

The daily newspapers have recently had a good deal to 
say about the tramway jubilee. The first tramway in 
Europe was opened in Birkenhead on Aug. 30, 1860, the 
projector being George Francis Train. Mr. Train selected 
Liverpool as the city in which to introduce tramways in 
England, but his efforts were not received auspiciously. 
With the assistance of John Laird, a prominent shipbuilder 
in Birkenhead, however, Mr. Train established in Birken- 
head a standard-gage line 1%, miles long which was laid 
with 50-lb. rails. The cars seated 48 passengers and were 
drawn by two horses. Mr. Train, despite opposition, finally 
succeeded in obtaining a sanction for an experimental line 
in London to extend from the Marble Arch along Bays- 
water Road to Nottinghill Gate. This line was followed 
by the construction of short lines from the Westminster 
Palace Hotel to Victoria Station, and from Westminster 
Bridge. to Kensington Park. As all of these lines were 
equipped with a step rail which proved a hindrance to 
traffic, the tramways were removed and Mr. Train withdrew 
to the provinces and constructed a successful tramway in 
the Potteries district. A few years later acts of Parlia- 
ment were passed authorizing systems in Liverpool and in 
the metropolitan area of London, and the beginning was 
made of the network of tramways in every important town 
in Great Britain. Two cable tramways were installed in 
London, one from the Archway Tavern to the summit of 
Highgate Hill, the other on the Brixton and Streatham 
Hill. The motive power of the Brixton line was changed 
to electricity seven or eight years ago, but the motive power 
on the Highgate Hill line was changed to electricity only 
recently. In the “Black Country” around Birmingham and 
Leeds and in many of the Midland towns steam was used 
as motive power on the tramways, but nearly all these lines 
have since been equipped with electricity. The overhead 
trolley system was first installed in England at Leeds in 
1891. Bristol was the first city to adopt electricity for all 
of its tramways. The first electric tramway was not placed 
in operation in London until toor, one of the lines of the 
London United Tramways operating in the western suburb 
being the first to be equipped with electricity. The horse 
tramway, though existing here and there in London, is 
rapidly being succeeded by electricity. ; 

Louis Brennan, Gillingham, Kent, has been awarded the 
Grand Prix by the Japan-British Exhibition authorities, the 
highest possible award, for his gyroscopic monorail in- 
vention. é 

The Mersey Railway, which connects Liverpool with 
Birkenhead and the various residential districts of the 
Worral peninsula by underground line under the River 
Mersey, continues to make steady progress. At the recent 
half-yearly meeting it was stated by the chairman that the 
receipts had increased during the year nearly £4,000 and 
that the operating expenses had decreased £5,000. Com- 
pared with the half year that the road was operated by 
steam before electricity was installed the results are very 
striking. During the last half year that steam was used 
3,357,000 passengers were carried. During the half-year 
recently ended 7,395,000 passengers were carried. The pas- 
senger traffic thus increased 120 per cent and the receipts 
increased £25,183, or 85 per cent. 

For the first, time since the annual returns of railways 
have been recorded by the Blue Book, the receipts from 
third-class passengers show a decrease. More than 8,000,000 
fewer third-class passengers traveled on the various rail- 
ways of Great Britain during 1909 than during 1908, and 
the revenue decreased by nearly £500,000. The decrease 
is undoubtedly due largely to the fact that the exhibition at 
Shepherd’s Bush in 1909 was not so attractive as the one 
of 1908. The Blue Book also attributes the decrease to 
tramway competition. 
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The British Association for the Advancement of Science 
met this year at Sheffield. Several electrical engineering 
subjects were discussed. Prof. Danby took the subject of 
“British Railways” for his presidential address to the En- 
gineering Section. In his opinion electrically operated 
trains have a decided advantage over steam locomotives 
where a quick, frequent service is required over a com- 
paratively short line, due principally to the ability of the 
electric train to accelerate rapidly. Philip Dawson pre- 
sented a paper describing the main features of the South 
London Elevated Electric Railway, frequently referred to 
in these columns. E. W. Cowan presented a paper, “Eco- 
nomic Science and Statistics,” dealing chiefly with electric 
tariffs and the manner of charging for electric current. The 
committee on electrical standards presented a report which 
showed the progress that had been made the last year, and 
Mr. Wimperis described an accelerometer invented re- 
cently for measuring road resistance. This instrument was 
constructed by Elliott Brothers. Other papers on electrical 
subjects were read by Dr. Sand, of Nottingham University, 
and by Prof. S. P. Thompson. The subject of Prof. 
Thompson’s paper was “Electro-Mechanics.” 

Arbitration has been resorted to between the Torquay 
Tramways Company and the Torquay Corporation. The 
Board of Trade has refused to renew the license for the 
Dolter system on the nine miles of track in Torquay, and 
the company is anxious to substitute the overhead system. 
The Torquay Corporation, for esthetic reasons, has re- 
fused to allow the overhead system and hence the arbitra- 
tion. From the evidence it would appear that the operation 
of the Dolter system in Torquay has been very costly and 
that the service since the installation of the system has been 
very unsatisfactory on account of breakdowns. 

The ninth annual conference of the Municipal Tramway 
Association was held in August at Bradford. Members and 
friends were received by the Lord Mayor in the Town Hall. 
After the presidential address by C. J. Spencer, general 
manager of the Bradford Tramways, a paper entitled “The 
First Decade of Municipal Tramway Working” was read 
by Alderman S. Flint, Leicester. Luncheon was tendered 
by the Corporation in the banquet hall of the Town Hall. 
After lunch Mr. Dawson, Bradford, read a paper, “The 
Comparative Durability of Brake Shoes and Tires.” The 
second day of the conference was devoted to a paper, 
“Tramways in Relation to Town Planning,’ by A. Baker, 
Birmingham, and a report, “Lubrication of Car Bearings,” 
by BB: Cross, Re Acland; Pye Pringlesand ais smite 
In the afternoon special cars conveyed the members and 
friends to Halifax via Queensbury. Tea was served by the 
Corporation of Halifax at the Town Hall. In the evening 
the annual dinner was held, and the last day was as usual 
devoted to pleasure, a special excursion being arranged to 
Bolton Abbey and Ilkley. A: Cass 

ce 

Sustaining the contention of the Hudson & Manhattan 
Railroad that the assessment of its franchises and property 
at $6,900,000 is too high, Judge Le Boeuf, of the Supreme 
Court of New York, in an opinion of considerable length, 
values the intangible property of the company at $1,753,244 
and the tangible property at $2,287,671, a total of $4,040,816. 
Taking into account that “other real estate in New York 
City was locally assessed at 89 per cent of the full valua- 
tion,” he makes a reduction of II per cent, leaving: the 


company liable to taxes on an assessment of only $3,596,326. 


In reaching his conclusions as to total valuation Judge Le 
Boeuf says: “The relator’s tunnels in New York, when 
completed, were to be 9.8 miles in length. This was a 
structure which was figured to produce $900,000 gross earn- 
ings. Four and four-tenths miles was the equivalent of 
completed structure at the time of the making of the assess- 
ment. Taking the proportionate part which this bore to 
the whole enterprise, the net earnings of the completed 
portion would have been estimated to be $404,081.61. Sixty 
per cent of this, or $242,448.96, would be the net after de- 
ducting operating expenses and taxes, but not deducting 
the return upon tangible property. Capitalizing this sum 
at 6 per cent, the resulting $4,040,816.12 would represent on 
a basis of 6 per cent a fair valuation of the tangible and 
intangible property, based upon the earning power of the 
whole enterprise. This will doubtless include rolling stock, 
but as no figures for deduction are given the disadvantage 
must be the relator’s.” : 


' 
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News of Electric Railways 


Transit Affairs in New York 


‘The Public Service Commission of the First District of 
New York has called a public hearing for Oct. 1, 1910, to 
consider the proposition made by the Interborough Rapid 
Transit Company, New York, on June to, 1910, to third- 
track the Second, Third and Ninth Avenue elevated lines 
and to make certain additions to its system and to put into 
operation of the Steinway Tunnel. A number of con- 
ferences have been held recently between representatives of 
the commission and representatives of the company con- 
cerning various details of the proposal. 

In a statement issued on Sept. 27, 1910, W. R. Willcox, 
chairman of the commission, says: 

“These conferences have now reached the point where 
apparently it is possible for the commission to take im- 
mediate action upon the application of the company to the 
end that such additions to transportation facilities be made. 
Before taking the matter up, however, for formal action 
the commission is desirous of giving the public an oppor- 
tunity to present its views for or against the additions and 
extensions asked for by the company. 

“The Steinway Tunnel is probably that part of the subject 
which will arouse most interest. The proposition of the 
Interborough Rapid Transit Company is that the commis- 
sion will lay out a rapid transit route extending from near 
Vanderbilt Place under Forty-second Street and the East 
River to a point near Jackson Avenue, in Long Island City, 
following the present line of the Steinway Tunnel; that the 
company will turn the title of this over to the city and then 
agree to operate it under the terms of Contract No. 1, which 
governs the operation of the present subway from City Hall 
northward. The city is to pay only the amount necessary 
to complete the tunnel ready for operation, including a 
connection with the Grand Central Station, which amount 
is estimated not to exceed $1,500,000. 

“Even this amount, of course, will be amortized as well 
as interest paid by the company; the same as the company 
amortizes and pays interest on the money invested by the 
city in the present subway. The company will then operate 
the tunnel as an integral part of the present subway sys- 
tem—that is, passengers will be allowed to transfer with- 
out additional fare between the subway and the Steinway 
Tunnel at Forty-second Street. 

“As to the connection with the Queensboro Bridge, the 
company agrees to operate Second Avenue elevated trains 
to the Long Island City Bridge Plaza without additional 
fare.” 

The Brooklyn Rapid Transit Company and the Coney 
Island & Brooklyn Railroad have petitioned the Public 
Service Commission for a rehearing in the case of the appli- 
cation of the Manhattan Bridge Three-cent Line for a cer- 
tificate of convenience and necessity. In their petition for 
the re-hearing the companies say: 

“The evidence establishes the fact that the new company 
on completing its franchise will be unable to acquire by 
voluntary contract the legal right to operate the principal 
portion of its route and will not have the legal ability to 
acquire such right compulsorily and, therefore, it will! be 
unable to operate any portion of its route and will stand 
helpless, a mere paper corporation, for the indefinite and 
probably the permanent future, unable to raise any funds 
for construction purposes, because of its inability to operate 
if construction should be completed.” 


Henry B. Seaman Resigns as Chief Engineer of the Public 
Service Commission 


Henry B. Seaman, who has been chief engineer of the 
Public Service Commission since its organization, in 1907, 
announced on Sept. 23, 1910, that he had resigned. He sent 
to the commission a letter, in which he stated that the en- 
gineering department of the commission had become com- 
pletely demoralized through interference with details of its 
management; that he had been expected to approve draw-= 
ings for the Broadway-Lexington Avenue subway against 
his professional opinion and to sign drawings which he had 


prepared under protest. 
Seaman said: 

“The disposition to control and direct the detailed man- 
agement of the engineering department without regard to 
recommendations of the chief engineer has led to its utter 
demoralization. This disposition to supersede the engineer 
culminated during your recent visit to Europe, when I was 
expected to approve drawings regardless of my professional 
opinion, and to recommend the adoption of plans which I 
had previously made under protest. There should, in my 
opinion, be individual responsibility at the head of every 
department, and proper help and full authority for outlining 
and conducting its work. Without this no great public 
work can be successfully performed.” 

After the letter of Mr. Seaman to the commission had 
been made public, Acting Chairman McCarroll issued a 
statement, in part as follows: 

“The resignation of Mr. Seaman was asked for by the 
commission some time ago; consequently his letter should 
be read in that light. Months ago, when the triborough 
plans were approaching completion, the commission con- 
sidered that because of their importance they should be 
most carefully studied. Commissioners Maltbie, Bassett 
and Eustis were appointed a committee and were aided by 
consulting engineers. This review of the plans was re- 
sented by Mr. Seaman. Unity and hearty co-operation in 
the force were lessened by the attitude taken by Mr. Sea- 
man and by what the commission felt was lack of executive 
ability. Conditions finally, however, became such that the 
commission felt it necessary to ask for the resignation of 
its chief engineer. As a matter of fact, for over a month 
Mr. Seaman has been on leave of absence, and Alfred 
Craven has been acting chief engineer. Immediately on re- 
ceipt of the letter from Mr. Seaman he was suspended and 
relieved from all duties as chief engineer.” 

George S. Rice, who was chief engineer of the Rapid 
Transit Commission and continued with the Public Service 
Commission in charge of the Brooklyn extension of the 
Interborough Rapid Transit Company and the arbitration 
on that company’s claims for extras under Subway Contract 
No. 1, has tendered his resignation. The commission issued 
the following statement in explanation of Mr. Rice’s resig- 
nation: 

“The resignation of Mr. Rice as chief of the bureau of 
subway construction has nothing to do with the situation 
as to Mr. Seaman. Mr. Rice resigned voluntarily. He 
made the original determination on the $6,000,000 claims 
filed by the Interborough Rapid Transit Company and felt 
that as long as they were in litigation he should stay with 
the commission to help sustain its case. In view, however, 
of the favorable settlement of the matter in the Saratoga 
conference, he felt that he could now resign.” 

It is understood that Alfred Craven, who is now acting 
chief engineer of the commission, will be appointed chief 
engineer to succeed Mr. Seaman. 


In his letter of resignation Mr. 


Columbus Strike 


E. K. Stewart, general manager of the Columbus Railway 
& Light Company, conferred on Sept. 20, 1910, with the 
representatives of the employees of the company who are 
on strike. The men agreed to waive the questions of the 
recognition of the union and wearing union buttons while 
on duty on condition that the company re-employ all the 
men on strike. Mr. Stewart informed the men that he 
could not comply with this condition, as there were now 
only 125 to 150 positions open, the remainder having been 
filled permanently with new men. He would, however. 
consider individual applications from former employees for 
re-employment. 

There has been an absence of disorder recently and the 
people have felt no anxiety about using the cars both day 
and evening. The temporary injunction issued by Judge 
Dillon and continued by agreement has stopped soliciting 
at the depots and the distribution of circulars vilifying the 
company. 

Damage suits to the amount of $20,000 have been filed 
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against Franklin County, in which Columbus is located, by 
men injured while operating cars during the period of dis- 
order. 

Fifty representatives of labor organizations of Ohio met 
on Sept. 21, 1910, to discuss the strike. Previous to the 
meeting a committee was sent to Governor Harmon to 
request him to declare publicly for arbitration. He told 
the committee that he had been working privately to bring 
about a settlement, but that his province, as he saw it, did 
not warrant a public declaration. He was also requested 
to make public the steps which he had taken toward bring- 
ing about arbitration, but it was announced from his office 
that no statement would be made. A resolution introduced 
at this meeting condemning Governor Harmon for his atti- 
tude was tabled. Members of all the organizations repre- 
sented at the meeting will be asked to contribute weekly, 
if possible, to the cause of the men on strike, and it was 
agreed that efforts should be made to finance the automo- 
bile transportation company which has been organized by 
the strikers to operate in opposition to the company. 

On Sept. 24, 1910, petitions were filed with the Governor 
asking him to remove Mayor Marshall on the charge of 
gross misconduct -in office in connection with the strike. 
Mr. Long, secretary to the Governor, stated that the pe- 
titions would not be considered as formally filed until the 
Governor returns to the city from his campaign trip. 

The grand jury has found true bills against 13 men for 
throwing stones at street cars and two for obstructing cars. 
The jury is still at work, and charges may be brought 
against some of the other men under investigation. With 
few exceptions, the invitation issued to the people of Co- 
lumbus to appear before the grand jury and testify against 
offenders has not been accepted. 


Earnings of Cleveland Railway for August 

The report of the Cleveland (Ohio) Railway for August, 
1910, shows that the operating expenses exceeded the allow- 
ance of 11.5 cents per car mile, provided for in the Tayler 
ordinance, for the first time since the new franchise became 
effective in March, r910. The increase in wages caused an 
operating deficit of $2,567, whereas there was a surplus of 
$2,260 in July, 1910. The company carried 21,226,354 pas- 
sengers in August, which is the largest number in the his- 
tory of the company and 452,103 more than in July, roto. 
The car-mileage was 2,416,152 miles, or 31,851 miles more 
than in July, rto1o, also a new record. The deficit for 
August, 1910, was $7,036.73, as compared with $7,769.76 for 
July, 1910. The report for August, 1910, follows: 


Grose, /GaPRin es ate s/ejrele scene clots, sick aera tetera eee niet ye etete eeeeeen $554,055 
Operating Vex pemses.\s an Seis Jiesetarenena the etsueters aioe icceeena Prensa ate 422,827 
Niet NERYTLINgS)s < 3.2 Jc ciatenycissstene te, 6 & eohe a ature elevset ecateee ts tacttee taett enaeeneaa $131,228 
Miscellameous:..carnings . Sic <2 acs-<.cictate sate a eee tate Sareea 3,190 
. $134,418 

FRAKES)" 5 xu siore rele isiorele a’ vce bela Tale cleuste bre ESTES eRe TE Aen sale en $28,259 
ERLE rest) Jc isiAe ress cts spcleus o-0 nid hashoms os bo nite eee Eien 113,195 
1D. 0s ae ARE Oe Cea nee Me Rn Ai hichmas bsyetnde irs con isiel Oey $7,036 


J. J. Stanley, president and general manager of the Cleve- 
land Railway, said that the deficit of $2000 or over in the 
operating fund was caused by the increase in wages. This 
excess will be paid out of a surplus accumulated during 
previous months. 


Franchise Rental Suit in Detroit 


Corporation Counsel Hally, of Detroit, has filed a bill in 
equity in the Circuit Court at Detroit to enforce the pay- 
ment of the $200 a day which, it is claimed. is due from the 
Detroit United Railway in rental of the Fort Street lines, 
on which the last franchise is alleged by Mr. Hally to have 
expired on July 24, 1910. The company has been paying 
$300 a day for the use of other streets under the original 
resolution of the Council, but has refused to pay the in- 
creased amount, the arrearages totaling $14,700, including 
Sept. 15, 1910. The bill demands that the company be de- 
clared to have accepted the terms of the various resolutions 
increasing the rental and compelled to pay the amount due 
and to be due, or be compelled to abandon the operation of 
cars on the Fort Street line. The bill quotes the language 
of the company denying that its rights have expired in the 
streets involved and continues: 

“Tts position and claim by way of a denial of the expira- 
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tion of the said franchise rights constitutes a wrong and 
an irreparable injury to your orator, and clouds your ora- 
tor’s title of control of said street, which it is lawfully en- 
titled to enjoy, and embarrasses your orator in dealing with 
other operators of street cars who wish to operate cars in 
Detroit on said streets on terms more favorable to the 
traveling public.” 

Mr. Hally has been notified that the suit started by sev- 
eral Detroit citizens to test the legality of the municipal 
ownership vote will be heard by the court on Oct. 10, 1910, 
and it is thought likely that a decision will be rendered by 
the court in time for the question of a constitutional amend- 
ment authorizing municipal ownership to be presented to 
the voters at the election in November. 

The Common Council of Detroit has adopted the recom- 
mendation of the committee on franchises that the corpora- 
tion counsel be instructed to draw up and submit at the 
earliest date possible an ordinance which will permit the 
Michigan United Railways to operate in Detroit. 


San Francisco Municipal Railway 

On Sept. 12, 1910, Judge Van Fleet in the U. S. Circuit 
Court, San Francisco, Cal., issued an order restraining the 
city from building the contemplated municipal railway 
along the proposed routes, with the exception of five blocks 
on Geary Street, which the city may use. The court decided 
that the city has no right to use Market Street from Geary 
Street to the terminus of the ferry from Oakland for the 
municipal railway, nor to use the nine blocks on Point 
Lobos Avenue now occupied by the United Railroads. 
With these exceptions, the city may build on Point Lobos 
Avenue and Geary Street to Kearney Street. The ordi- 
nance for the sale of the bonds must be taken as the inten- 
tion of the municipal authorities to build the road along 
the route stated in the ordinance, and the route cannot be 
changed unless by referendum. In his decision Judge Van 
Fleet said: 

“T am satisfied that the rights of both parties to this 
action should be brought to an early determination. The 
city does not want to go ahead and build a road that may 
be stopped by legal defects. I have therefore determined 
not to sustain the demurrer entered by the city to this pe- 
tition. This matter should be carried to the highest court. 
In the meantime the city can go ahead and build its road 
with the exception of those blocks where there is a conflict 
of claims. I shall not stop the sale of the bonds nor inter- 
iere with the completion of the road from Kearney Street 
out Geary Street to Tenth Avenue to the park and from 
Tenth Avenue out to Thirty-third Avenue. If in the mean- 
time any arrangements can be made with the United Rail- 
roads to use nine blocks of its tracks near the western ter- 
minus or a way selected to avoid the clash, there need be no 
delay in the construction of that part of the system.” 

The committee on public utilities of the Board of Super- 
visors of San Francisco has recommended to the board 
that $5,000 be immediately appropriated out of the available 
bond issue fund for use by the Board of Public Works and 
the city engineer in preparing plans and specifications for 
the construction and operation of the proposed municipal 
railway over the route formerly operated by the Geary 
Street, Park & Ocean Railroad. An ordinance has also 
been passed authorizing the Board of Public Works to enter 
into contracts for rails for the proposed road at a cost not 


“to exceed $130,000. 


Association Meetings 


Central Electric Railway Association—Dayton, Ohio, 
Dec. I. 

Central 
Oct. 18. 

Oklahoma Public Utilities Association—Oklahoma City, 
Okla.; Sept. 30 and Oct. 1. 


Electric Traffic Association.—Toledo, Ohio, 


Amerieds Street & Interurban Railway Association. — 


Atlantic ‘City; Nile © Ctento, nies 13 and 14. 


Eliminating Grade Crossings on Long Island —The Long an : 


Island Railroad has accepted the proposal of the city ofan 
New York with regard to the improvements to be made on 
the line between Woodside and Winfield in Queens. — 
return for a contribution from the city of $450,000 the Lo 


a: 


—————Eo 
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Island Railroad is willing to eliminate all grade crossings 
on its present line between Winfield and Jamaica Avenue, 
near Dunton, on its Montauk division through Richmond 
Hill, and on its main line through a part of Jamaica, all of 
which are electrified. 

Opening of the McKinley Bridge at St. Louis.—A pre- 
liminary trip was made across the McKinley Bridge of the 
Illinois Traction System at St. Louis on Sept. 20, 1010, 
preparatory to establishing regular service over the struc- 
ture on Oct. i, 1910. The wires had not been strung on 
the bridge and a dummy engine was used to haul the inter- 
urban car from East St. Louis, Ill., to the approach to the 
bridge in St. Louis, Mo., whence the car proceeded with 
its own power to Twelfth Street and Franklin Avenue. 
The bridge was described in the ELecrric RatrLwAy JouURNAL 
of Jan. 22, 1910, page 138. 

Annual Banquet of the Suburban Railway Club.—The 
annual banquet of the Suburban Railway Club, composed 
of employees of the Boston Suburban Electric Companies, 
Newtonville, Mass., was held at Norumbega Park, Auburn- 
dale, Mass., at night, on Sept. 21, 1910. About 150 persons 
were present. George M. Cox, assistant treasurer of the 
Middlesex & Boston Street Railway, who is president of 
the club, presided. Among the speakers were Mayor 
Walker, of Waltham; Carl Alberte, manager of Norumbega 
Park, and Carl-A. Sylvester, general manager of the Boston 
Suburban Electric Companies, who told about his experi- 
ence during an aeroplane flight in the recent Harvard- 
Boston aviation meet. 


Secretary Appointed for National Stock and Bond Com- 
mission.—William E. S. Griswold has been appointed sec- 
retary of the new stock and bond commission consisting of 
Arthur T. Hadley, president of Yale University; Frederick 
N. Judson, St. Louis; Frederick Strauss, New York; Walter 
L. Fisher, Chicago, and Prof. B. H. Meyer, Madison, Wis., 
selected by President Taft on Sept. 3, 1910, to investigate 
the question of bringing future issues of railroad securities 
under the supervision and control of the Interstate Com- 
merce Commission. Mr. Hadley sailed for Europe on Sept. 
23, 1910, in the interest of the commission. It is expected 
that regular sessions of the commission will be held in 
Washington beginning with the week of Nov. 28, 1gto. 


Franchise Renewal Ordinance in Dayton.—An ordinance 
for the renewal of the franchise of the Dayton (Ohio) 
Street Railway has been presented to the Council of Day- 
ton. Fourteen years are yet to run on the present fran- 
chise of the company. In the new ordinance the company 
asks for an extension by double tracks commencing on 
Lorain Avenue at Bowen Avenue in the eastern part of the 
city and looping to Linden Avenue by a private right. of 
way. The grants are requested subject to all the previous 
conditions and limitations of the franchise. The company 
offers to pay, beginning March 1, 1911, and for two years, 
an annual income of 1 per cent of its gross receipts. This 
amount is to be increased by one-half of 1 per cent annually 
after the first two years until the percentage amounts to 
3 per cent of the annual gross receipts. In addition the 
company offers to open and dedicate for street purposes 
its private right of way between Lorain Avenue and Lin- 
den Avenue. The ordinance has been referred to the com- 
mittees on improvements, street railways and law. The 
company has also voluntarily agreed to sell seven tickets 
for 25 cents. In its application to the Council the com- 
pany says: “To facilitate.the original plans of the company, 
we were compelled to purchase a certain franchise, granted 
to. another company in 1899, and which had become prac- 
tically useless to the company owning it, and this franchise, 
having only 14 years to run, is the municipal grant under 
which the Dayton Street Railway occupies the streets and 
public places and conducts the operations incidental to its 
business. It must be plain to you, as it is certainly to this 
company and its stockholders, that it is exceedingly diffi- 
cult, if not impossible, to market securities to meet the 
extraordinary cost of extensions, betterments, street pav- 
ing burdens and other pressing obligations, in a rapidly 
growing city, with a franchise limitation of 14 years, and 
we do feel that our request should appeal to your sense of 
fairness and justice, that this local enterprise may be placed, 
in so far as the law will permit, upon a relatively equal 
asis with other organizations in the same line of business.” 
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Financial and Corporate 


New York Stock and Money Market 


September 27, 1910. 

There has been evidence of returning life in the stock 
market during the last week, although transactions are still 
below normal and advances in price have been unimpor- 
tant. There is undoubtedly a better sentiment generally in 
Wall Street. Interborough-Metropolitan issues continue to 
be among the most active and are being traded in near the 
top levels. 

In the bond market there has been considerable improve- 


ment. Inquiries are rather plentiful and the volume of 
trading is larger. The position of the money market is not 
changed. Rates to-day were: Call, 17% to 2% per cent; 90 


days, 4% per cent. 
Other Markets 

During the week trading in Rapid Transit stock on the 
Philadelphia Exchange has been fairly active. As there 
seemed to be more disposition to buy than to sell, the price 
has advanced about 1 point. Other tractions have been 
less active. 

In the Chicago market the prices of various series of 
Chicago Railways certificates have not improved materially 
and the trading has been confined mostly to small lots. 

Massachusetts Electric issues again show activity in the 
Boston market. The price for the common has advanced 
2 points, while that of the preferred is practically un- 
changed. Boston Elevated is active at a slight advance. 

In Baltimore there has been some buying of the certif- 
cates of the United Railways during the week, the prevail- 
ing price being in the neighborhood of 15. The bonds 
continue to be active at former quotations. 

Quotations of various traction securities as compared with 
last week follow: 


Sept. 20. Sept. 27. 
American. Railways) Company. «a sc sis ons wire wlsiee sel a43% a43%4 
Aurora, Elgin & Chicago Railroad (common)......... a46 *46 
Aurora, Elgin & Chicago Railroad (preferred)........ a85%4 85%4 
WBOStOH, MELE VATECM IR AR Waste catessieia tafe are jele gals miGiesala'e ¥reysisiele 127 129 v2 
Boston & Suburban Electric Companies.............- ST ai4%y 
Boston & Suburban Electric Companies (preferred)... *74 a72 
Boston & Worcester Electric Companies (common)... a1o aro 
Boston & Worcester Electric Companies (preferred).. 35 eres 
Brooklyn Rapid Transit Company... .-.......22..-e00- 744% 76% 
Brooklyn Rap. Transit Company, rst ref. conv. 4s..... 83 84 
Capital Traction Company, Washington.............. ai31% a130 
Ginter) (an REWR VEN a Sia eGenoS sane or mr oon Sat oS a1o2 34 *to2¥ 
Chicago & Oak Park Elevated Railroad (common)... *3%4 *3%4 
Chicago & Oak Park Elevated Railroad (preferred).. *7%4 ¥7I4 
Chicago Railways, ptcptg., ctf. 1..-..-2- 5.22. +eseeee aés a63 
Chicago Railways, ptcptg., ctf. 2.3.0.5 522 secie cic ai ars a16% 
Ghibaso Nall ways), DECDLe., 31s aiuiecte ter is ceie role ramen ag a8 
Chicaco: Railways, ptcpty:, ctf 4c... 22-6. tmuassintewn a4 5 
Glevelari siRail wayatetes acd che «i lerere te a dale cstom yan wor eueNe ars *o1ly *o1lh 
Consolidated Traction of New Jersey..............-. bak a73 
Consolidated Traction of N. J., 5 per cent bonds...... *ro04 aro4 
DetroiteUmited: Railways rc qs o vros y: crsie: si =) olepn) <vevaye (el) eas *45 *A8 
General pBiectric (Companyinn:.c «ch h > sikisvic ele Sielscre eid 142% 145 
Georgia Railway & Electric Company (comimon)...... arir ari16 
Georgia Railway & Electric Company (preferred)..... *80 a86%4 
Interborough-Metropolitan Company (common)....... 21 207% 
Interborough-Metropolitan Company (preferred)...... 55% 554 
Interborough-Metropolitan Company (4%s)......-..-- 81% 81% 
Kansas City Railway & Light Company (common)... a26 a23 
Kansas City Railway & Light Company (preferred)... a79% a79 
cA Ltath pk at ialy raters: oie reraledeie te quct ol'eie otiohetetehetannia, sustains 135 138 R 
Massachusetts Electric Companies (common).......... ar8 a18%4 
Massachusetts Electric Companies (preferred)........ a82 8214 
Metropolitan West Side, Chicago (common).. wee 220 azo 
Metropolitan West Side, Chicago (preferred)........ a62 a62 
Metropolitan streets Rathwayre verdes = sisle sietlas 4 store erates Salk 4 be a 
Milwaukee Electric Railway & Light (preferred)..... *110 *r10 
INiontie Mune cians COlmpaIlV.i ret iat.s s c.<u-o/ eis s cis! ole, 070): 0'e) 0x0 64% 67% 
Northwestern Elevated Railroad (common).......... ar8 a2o0 
Northwestern Elevated Railroad (preferred).......... a6o a6o 
Philadelphia Company, Pittsburg (common).......... a44% a45 
Philadelphia Company, Pittsburg (preférred)........ a42 a42 
Philadelphia Rapid Transit Company................ ai73%4 args 
Philadelphia “Traction, Company. esis. s cleeeeeccece ces a82 &2 
Public Service Cornoration, 5 per cent col. notes...... 95 aos 
Publics Services| Corporation, Ctis....<vspises crereecee aIor 
Seattle Electric Company (common).... 109g 
Seattle Electric Company (preferred)............... *98%4 
South Side Elevated Railroad (Chicago).............. ; EO a 
Third Avenue Railroad, New York.................4- ¥ 0% 
Toledo Railways & Light Company.................- 7 8% 
Twin City Rapid Transit, Minneapolis (common).... 110% 1114 
Union Traction Company, Philadelphia.............. aq2%q a43%4 
United Rvs. & Electric Company, Baltimore.......... 144 14% 
Wir ted hws, slaty (Coe COOMMIOND): i:0 ore: o's is o,6.6:0%0 8 'eJ0,8) 0 02 ua S55 
Tnisted VS. btiy, PER UTCLELTEG) s dinces cee s seweecie 56 56 
Washington Ry. & Flectric Company (common)...... a32%y a33 
Washineton Ry. & Electric Company (preferred)..... a88 a8o 
West End Street Railway, Boston (common)........ a88s a&84 
Westinghouse Flec. & Mfg. Company 62% 
Westinghouse Flec. & Mfg. Company 62% 


Westinghouse Elec. & Mfg. Company (rst prefyc. oc. 


a Asked. * Last sale. 
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Annual Report of the American Railways Company 


Gross earnings of the subsidiary companies of the Ameri- 
can Railways Company for the fiscal year ended June 30, 
1910, were $3,431,039, an increase of $242,999, or 7.62 per 
cent over the previous year. The report of the American 
Railways Company, whose income is derived chiefly from 
the subsidiary companies, compares as follows: 


Year ended June 30: 1910 1900. 1908. 
GTroSS’ INCOME... 25. . os cess seen nreeee $693,678 $527,114 $498,758 
Expenses, taxes, interest, etc.........- 340,385 216,385 171,645 

NeE) INCOME y 6 fe-cieis sim ee 5. wo wiv bene soraitare $353,293 $310,729 $327,113 
Dividends: ops Pircievere oust sate up bist ota areas 342,072 305,706 305,700 

Surphipitticuwier mics tk vets eleiele als(elerehalstare $11,221 $5,023 $21,407 


J. J. Sullivan, the president, says in the report: 

“The total number of passengers carried was 76,572,106, 
showing an increase of 4,579,007, or 6.31 per cent. 

“The surplus account as of June 30, 19090, was $504,703, 
and the addition of the gain as of June 30, 1910, makes your 
surplus stand at the end of the fiscal year $515,924. 

“The fire insurance fund has been increased in the sum 
of $19,205, making the amount in that fund $200,512. 

“The accident insurance fund has decreased during the 
year $6,181, leaving a balance to the credit of that account 
of $30,984. 

“During the year this company bought the control of the 
Johnstown (Pa.) Passenger Railway Company by purchas- 
ing 38,000 of the 40,000 shares of stock of that company, 
paying for it by issuing $1,500,000 5 per cent collateral trust 
bonds and 16,511 shares of the American Railways Company 
stock. Shortly after the purchase a lease was made to a 
responsible corporation, giving it an option of purchase 
under which your company receives a satisfactory rental 
and in case of sale a substantial profit. 

“We bought during the year the Roanoke Traction & 

Light Company, of Roanoke, Va., also the Lynchburg Trac- 
tion & Light Company, of Lynchburg, Va., paying for them 
by issuing $987,500 5 per cent collateral trust bonds and 
10,850 shares of stock of the American Railways Company. 
30th of the Virginia properties are the owners of large 
water powers on the James and Roanoke rivers, from which 
they obtain more than 90 per cent of the power used by 
them. 

“During the year the growth of the business warranted 
the expenditure of considerable money to add to the facili- 
ties for improving the service and adding to its reliability. 
Many things were done, such as additional sidings, length- 
ening existing sidings and supplying additional feeders, 
both copper and aluminum, to enable the cars to be oper- 
ated successfully on holidays and in times of excessive load. 

“There has been expended for construction and equip- 
ment on the different properties a total of $635,400. 

“During the year we formed the Peakland Corporation, 
with a capital stock of $50,000, to acquire and own real 
estate in the vicinity of Lynchburg, Va., the American Rail- 
ways Company subscribing for the entire capital stock of 
that company. The DuPage Construction Company, of IIli- 
nois, was dissolved and its assets taken over by the Ameri- 
can Railways Company.” 

Discussing the affairs of the subsidiary companies Mr. 
Sullivan says, in part: 

“Altoona & Logan Valley Electric Railway.—During the 
year the wages of our employes were increased 714 per 
cent. This applies to all departments. 

“As a result of the test of the bonding with the test car, 
1966 bonds were replaced with new ones. During the year 
the company entered into a contract with Herrick & Steb- 
bins, of New York, for the installation of a system devel- 
oped by them for the testing of the track bonding, and 
purchased a set of bond-testing equipments, which can be 
used on all of our properties. 

“People’s Railway Company, Dayton, Ohio.—In review- 
ing the operation of the road for the fiscal year just closed, 
we find a substantial increase in gross receipts over the 
previous year, due to improvement in general business con- 
ditions and growth of the city. There has been an increase 
in the wages of trainmen, which became effective May I 
last. The new schedule increased the payroll approxi- 
mately $800 to $900 per month or about $10,000 per annum. 
An increase in the wages of other employees has been made 
in order to retain the men in our service. 
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“Chicago & Joliet Electric Railway Company.—The re- 
sults obtained from operation for the past year are not 
satisfactory. The receipts were affected by the severe 
weather during the months of December, January and Feb- 
ruary. Heavy snow and ice storms occurred during the 
winter, and for a period of between seven and eight weeks 
the road was blocked for hours at a time, due to the heavy 
snow and ice, which severely overtaxed the electrical equip- 
ment, damaging it to such an extent as to make it necessary 
to employ additional help in the shops to make repairs. 
The insulation on the motors was baked to such an extent, 
due to overloading, that they are gradually breaking down, 
and when breakdowns occur it is necessary to renew the 
entire windings. The gross receipts for the year show an 


‘increase of 8.6 per cent, while operating expenses have 


increased about I9 per cent, II per cent being due to extra 
maintenance and 8 per cent to conducting transportation. 

“Springfield (Ohio) Railway.—The business has shown a 
substantial increase in gross receipts due to the improved 
working conditions in the city. The operating expenses 
have increased to a considerable extent, due to the high 
price of all materials and the higher wages which we have 
paid in order to hold our employees. This, with the in- 
crease which it was necessary to spend on the maintenance 
of the equipment, accounts for the high operating cost. 

“Scranton Railway.—In 1909 an agreement was entered 
into between the Scranton Railway and the Scranton, Dun- 
more & Moosic Lake Railroad, providing for the electrifica- 
tion of the Moosic Lake road from its terminus in Dunmore 
to Moosic Lake, a distance of approximately 9% miles, and 
after the work was completed, the taking over of the latter 
road by the former under an operating lease. Subsequently 
an agreement was made in which the Scranton Railway 
Company undertook to electrify the road at cost plus 
10 per cent. The estimated cost to do this work as out- 
lined was $100,000. Work was begun in the early spring 
and has been pushed as rapidly as possible. 

“Bridgeton & Millville Traction Company.—For the fiscal 
year the company shows a slight increase in gross earnings 
of about 2% per cent, and in operating expenses about 234 
per cent.” 


Annual Report of the Northwestern Elevated Railroad 


An increase of $91,155, or 3.59 per cent, was made in the 
gross earnings of the Northwestern Elevated Railroad, of 
Chicago, in the year ended June 30, 1910, as compared with 
the previous year. Earnings and expenses for two years 
were as follows: 


Earnings, year ended June 30: 


1909. 1910. 
Passenger €arnings. 0). <i desi scissile ee ieieeits wie $1,913,515 $1,969,833 
Other earnings (including loop net earnings)... 627,368 62,205 
Total vearminigs.cwavere cettasstd no tierternusleletste oie $2,540,883 $2,632,038 
Operating expenses: 
Maintenance of way and structure............. $45,037 $56,435 
Maintenance of equipment... .......0.c cscs 147,045 149,593 
Conductisig’ transportation. jonas xo islcla cers anstete 699,843 737,071 
General (expenSesiy... ac.tacbin co tiattaltroseneeatat ne 103,893 111,987 
Total operating expenses’). 44i\.\e ates sleet $995,818 $1,055,686 
Net) earnitigsyy s/c lodiet aire ren eietert eres $1,545,065 $1,576,352 
Charges: 
*’LAX€§ is ajelaiante oc ete eiolerwics ls E Saleh Salts |ofeis! cvatevalelans $261,846 $244,379 
Bond interest so./. eecmudeaecienren ence ee enee 848,852 944,100 
Other interest S26 ae eee re ee 78,590 11,775 
Total: charges ya iidecsasd oan seers ee areata ae $1,189,288 $1,200,254 
$3555777- $376,008 
Dividends: f 
Dividends’on, preferred Stocks... cus ss se seen. © ae 150,000 
Surplus: for years cig ce. sate tsreaic eee eee ale $355,777 $226,008 
Ratio of operating expenses to earnings (exclud- 
ing loop net earnings)........s++eeseeeses 49.82 51.25 
Ratio of operating expenses, loop account and 
taxes to earnings (excluding loop net earn- ‘ ‘ 
LN1ZS) - e epoce vtersretete tbe iene er’ oath e aan Minysnareeeee 68.24 68.49 


* Includes compensation to city on aceount of loop. 
tenance has been kept at $250,000. 


M. B. Starring, the president, says in the report: 
“The total expenses increased $509.867, or 6.01 
This increase was due: es 
“(a) To an increase in car miles from 12,034,400 in 1900: 
to 12,550,306 in 1910. ah msi. 
“(b) To increased expenditures for maintenance. 
“(c) To an increase of $5,524 in the ‘damage’ account. 
During the current year the company paid out $11,244 fe 


Reserve for main- 


° ~~, 


per cent. 
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accidents cecurring during preceding years, which amount 
was charged against the $25,000 ‘reserve for damages’ set up 
last year. The company, however, to maintain this reserve 
at $25,000 charged a like amount to ‘general expenses’ and 
credited ‘reserve for damages’ therewith, thus maintaining 
intact the amount heretofore established for said reserve. 
Were it not for the conservative method of caring for future 
disbursements on this account, ‘general expenses’ would 
have decreased. 

“From the accident of May 18, 1909, have arisen 232 
claims, of which 208 have been terminated, leaving out- 
standing 16 claims for which no suit has been brought, and 
eight claims upon which suit has been brought. The prog- 
ress of adjustment of these claims has been satisfactory. 

“On May 31 the contract between the company and its 
employees, in force for the past year, expired, and a new 
contract is now being negotiated, which negotiation will 
probably result in such an increase in the wage scale as 
seems fair, taking into consideration the increased cost of 
living and the wage increases granted by railroads in gen- 
eral. ; 

“The pliysical condition of the property has, as cus- 
tomary, been properly and conservatively maintained. 

“Twenty additional motor equipments have been ordered 
‘and will be delivered during the coming year. It was the 
‘intention at the time these motors were purchased to pur- 
chase 20 combination motor cars, complete; but the bids on 
car bodies and equipment other than motors were so high 
and showed such a great increase in cost over the cost of 
those hitherto purchased that it was decided that the com- 
pany would for the present do without the additional equip- 
ment. 

“The territory along the Evanston line continues to de- 

velop and during.the year 2,980,087 1o-cent fares were col- 
lected from that zone covered by the 1o-cent fare, an in- 
crease of, 101,186 of such fares over the preceding year. 
. “The North Water Street terminal shows a steady growth, 
atid as high as 2732 passengers have been carried from this 
station during the evening rush hours, an increase of 591 
passengers over the highest number carried during the same 
hours in the preceding year. This service is a model one, 
the only six-car trains operated on an elevated railroad in 
Chicago being operated from this station.” 

The daily average number of passengers carried in the 
TQIO fiscal year was 117,301, an increase of 5004, or 4.54 per 
cent, over the preceding year. 


Forty-second Street, Manhattanville & St. Nicholas Ave- 
nue Railroad, New York, N. Y.—The sale of the property 
of the Forty-second Street, Manhattanville & St. Nicholas 
Avenue Railroad under foreclosure has been postponed 
from’ Oct. 18, 1910, to Nov.- 16, 1910. 

Lake Shore Electric Railway, Cleveland, Ohio.—The di- 
rectors of the Lake Shore Electric Railway have declared 
operative the plan which provides for the exchange of the 
original $3,000,000 of 5 per cent cumulative preferred stock 
of the company for a new issue of $1,000,000 of 6 per cent 
cumulative preferred stock and $2,000,000 of 5 per cent non- 
cumulative preferred stock on the basis of one share of the 
new 6 per cent cumulative stock and two shares of the new 
5 per cent non-cumulative stock for three shares of the 
original 5 per cent preferred stock. 


Metropolitan Street Railway, New York, N. Y.—The plan 
of reorganization of the Metropolitan Street Railway has 
been unofficially filed with the Public Service Commis- 
sion of’ the First District of New York. The following 
statement in explanation of this action by the company is 
‘attributed to a banker who is closely identified with the 
reorganization proceedings: “In taking our plan to the 
commission at this time we merely ask their opinion and 
suggest that they go over the entire plan and point out 
whatever changes they think necessary. After the com- 

q missioners have studied carefully the proposition and made 
_ their changes, we will then take back the plan, incorporate 
the suggestions of the commission and then file it of- 
ficially with them for public hearings.” Judge Lacombe, 
in the United States Circuit Court, has denied a motion 
-by the contract creditors of the New York City Railway that 
_ preference be given to their claims as regards immediate 
_ payment out of the proceeds of the settlement which Re- 


cm ft 


ceiver Ladd of the New York City Railway negotiated with 
the Metropolitan Securities Company and its former. direc- 
tors. There are about $1,130,000 of the contract claims 
which have been approved by the special master appointed 
by the United States Court. Mr. Ladd has about $6,000,000 
available to pay the debts of the New York City Railway. 

Newport News & Old Point Railway & Electric Com- 
pany, Newport News, Va.—The Newport News & Old 
Point Railway & Electric Company has retired with the 
proceeds of a new loan the $300,000 notes due on March 1, 
1910, which were secured by the pledge of bonds with the 
Continental Trust Company, Baltimore, Md., as trustee. 
The collateral which had been pledged to secure the orig- 
inal notes was advertised to be sold on Sept. 20, 1910, to 
satisfy the notes. 

Ocean Shore Railway, San Francisco, Cal.—Judge Van 
Fleet of the United States Circuit Court at San Francisco 
has fixed $1,000,000 as the upset price for the property of 
the Ocean Shore Railway, which is to be sold under fore- 
closure at San Francisco on Oct. 15, 1910. Each bidder 
will be required to deposit $200,000 in cash. The court has 
allowed $100,000 for preferred claims against the company, 
which include $7,500 as compensation to the receiver, 
$15,000 to the attorney for the receiver, and $12,000 to the 
Mercantile Trust Company for expenses involved in the 
foreclosure. 


Sheboygan Light, Power & Railway Company, Sheboy- 
gan, Wis.—The Wisconsin Railroad Commission, at the 
request of the Sheboygan Light, Power & Railway Com- 
pany, has revoked the certificate of authority granted to 
the company in January, 1910, to issue $114,000 of 5 per 
cent bonds to cover the cost of extensions and improve- 
ments and has granted the company authority to issue 
$205,000 of. stock, the proceeds of which are to be used to 
liquidate outstanding indebtedness. 


Dividends Declared 


American Cities Railway & Light Company, New York, 
N. Y., quarterly, 1% per cent, preferred. 

Carolina Power & Lighting Company, Raleigh, N. C., 
quarterly, 1% per cent, preferred. 

Chattanooga Railway & Light Company, Chattanooga, 
Tenn., quarterly, 1% per cent, preferred. 

Chicago (Ill.) City Railway, quarterly, 2% per cent. 

Cincinnati & Hamilton Traction Company, Cincinnati, 
Ohio, quarterly, 11%4 per cent, preferred; quarterly, five- 
eighths of I per cent, common. 

Denver & Northwestern Railway, Denver, Col., quarterly, 
2 per cent. 

Gary & Interurban Railway, Gary, Ind., quarterly, 1 per 
cent. 

Knoxville Railway & Light Company, Knoxville, Tenn., 
quarterly, 1% per cent, preferred. 

Louisville & Northern Railway & Lighting Company, 
quarterly, three-quarters of I per cent, preferred. 
Manchester Traction, Light & Power Company, Man- 
chester, N. H., quarterly, 2 per cent. 

Memphis (Tenn.) Street Railway, quarterly, 114 per cent, 
preferred. 

Milwaukee Electric Railway & Light Company, Milwau- 
kee, Wis., quarterly, 114 per cent, common. 

Nashville Railway & Light Company, Nashville, Tenn., 
quarterly, 114 per cent, preferred; quarterly, three-quarters 
of I per cent, common. 

New York State Railways, Rochester, N. Y., quarterly, 
1% per cent, preferred; quarterly, 114 per cent, common. 

Omaha-& Council Bluffs Street Railway, Omaha, Neb., 
quarterly, 134 per cent, preferred; quarterly, 1 per cent, 
common. 

Scioto Valley Traction Company, Columbus, Ohio, quar- 
terly, 1% per cent, preferred and first preferred. 

Seattle (Wash.) Electric Company, 3 per cent, preferred; 
quarterly, 134 per cent, common. 

Syracuse (N. Y.) Rapid Transit Company, quarterly, 1% 
per cent, preferred. 

Tri-City Railway & Light Company, Davenport, Ia., 
quarterly, 1%4 per cent, preferred. 

Union Railway, Gas & Electric Company, Rockford, IIL, 
quarterly, 1% per cent, preferred. 
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Trafficand Transportation 


Don’ts for Conductors and Motormen 


W. S. Heaton, claim agent of the Los Angeles-Pacific 
Company, Los Angeles, Cal., has prepared the following 
don’ts for motormen and conductors and they have been 


printed on small cards and distributed among the employees 


of the company: 
DON’TS FOR MOTORMEN 

“Don’t think you own the street. 

“Don’t abuse your car in any shape or manner. 

“Don’t drag your car; either stop or go ahead. 

“Don’t hit the rig, if it stays on the track all day. 

“Don’t pay attention to passengers on the front of the 
Cats 

“Don’t be careless at cross streets; always ring your bell. 

“Don’t forget there is a speed limit of 20 m.p.h. in Los 
Angeles. 

“Don’t start your car with a jerk, or take a curve too 
quickly; feed the car up slowly. 

‘Don’t take chances with anything or anybody; be sure 
you are right before going ahead. 

“Don’t get too near the car ahead; always keep your 
distance, and stop your car in a safe place to alight. 

“Don’t talk about your car being late, or about any acci- 
dent that has happened to any one. 

“Don’t fail to warn passengers when boarding or alight- 
ing from your end of the car, calling out, ‘Wait until car 
stops!’ 

“Don’t forget the bulletin which calls attention to the 
speed of your car in foggy weather—this bulletin must be 
strictly obeyed. 

“Don’t start your car until you have received the signal 
from the conductor and collector; also look at your en- 
trance and see that the passengers have alighted or boarded 
the car safely, as the case may be.” 

DON'TS FOR CONDUCTORS 

“Don’t be impolite to any one; always treat everybody 
with respect. 

“Don’t talk to passengers about accidents, but attend 
strictly to business. 

“Don’t let passengers stand outside of gates or on the 
back or front of the car. 

“Don’t fail to report all accidents in or near your car, and 
get plenty of witnesses. 

“Don’t start your car until all passengers have boarded or 
alighted safely from your car. 

“Don’t be in a hurry about starting your car before your 
passengers are in a place of safety. 

“Don’t let passengers alight in unsafe places; either back 
or run your car ahead to a place of safety. 

“Don’t fail to warn passengers about alighting when car 
is in motion; call out: ‘Wait until car stops!’ 

“Don’t catch hold of signal cord until all passengers have 
alighted or boarded your car and are in a safe place. 

“Don’t fail to treat old persons with respect and give 
them their time to board or alight from car; also persons 
carrying children. 

“Don’t forget the bulletins calling your attention to the 
speed of your car within the city limits, and also the one 
calling your attention to the speed of your car in foggy 
weather.” 


Ruling in New Jersey Regarding Transportation of Police 
Officers 


The Board of Public Utility Commissioners of New Jer- 
sey has rendered the following opinion regarding the free 
transportation of police officers by railways: 

“Section 9, Chapter 41, Laws 1910, provides that nothing 
therein contained shall prevent the free transportation of 
uniformed public officers while engaged in the performance 
of their public duties. 

“Question is raised as to whether members of the mu- 
nicipal police force known as detective sergeants come 
within this exception. 

“Detective sergeants wear no distinguishing costume. 
The wearing of such costume would interfere with the per- 
formance of, if it did not render nugatory, the work of de- 
tection to which they are assigned. 
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“They wear a badge, as evidence of their authority, which 
badge, however, is so worn as to be concealed. 

“Tn the judgment of the board these officers are not ‘uni- 
formed public officers,’ as this designation is employed in 
the statute, and do not come within the operation of the 
exception contained therein. 

“Tt may well be that the legislative policy which leads 
to excepting those members of the police force who are 
uniformed from the effect of the statutory prohibition 
should lead to the exception of the non-uniformed members 
of the force therefrom. With legislative policy the board 
has, however, no concern. Its powers are confined to the 
administration of the legislative enactments as. it finds 
them.” 


Fender Ordinance in Trenton.—The City Council of Tren- 
ton, N. J., has passed the ordinance which was introduced 
in the Council recently to compel the electric railways 
which operate in Trenton to equip their cars with fenders 
to be approved by the Mayor. 

Pay-as-You-Enter Cars in Syracuse—The Syracuse 
(N. Y.) Rapid Transit Railway has announced that on Oct. 
2, 1910, it will establish service on its Dudley-East Genesee 
Street line with 23 new cars built for pay-as-you-enter 
operation under license from the Pay-as-You-Enter Car 
Corporation. 

Complaint Against Service on Nassau County Railway.— 
Complaint has been made to the Public Service Commis- 
sion of the Second District of New York about the service 
furnished by the Nassau County Railway on its line be- 
tween the station cf the Long Island Railroad at Sea Cliff 
and the village proper, about a mile distant, on Long Is- 
land Sound. 


Conference Regarding Wages in Boston.—Representatives 
of the employees of the Beston & Northern Street Railway 
and the Old Colony Street Railway, Boston, Mass., con- 
ferred with P. F. Sullivan, president of the companies, on 
Sept. 25, 1910, regarding a new agreement covering wages 
and. terms of service to replace the three-year agreement 
which expires in October, 1910. The employees have re- 
quested a wage increase of about 20 per cent, a nine-hour 
day and other important concessions. 

‘Instructions to Passengers Regarding Disputes About 
Fares.—The Los Angeles-Pacific Company, Los Angeles, 
Cal., has addressed the following notice to the traveling 
public regarding disputes about fares: “Should the con- 
ductor decline to accept transportation tendered, kindly pay 
fare and have conductor fill in the reverse side of this card. 
Bring the card, with transportation rejected by the ‘conduc- 
tor, to the office of trafic manager, room 103 at 431 South 
Hill Street, Los Angeles, for adjustment. The conductor 
has no discretionary power in such matters, but is governed 
by rules of the company which he is not authorized to 
change.” 


Protest Against Transfer Changes in Brooklyn.—John J. 
A. Rogers, a lawyer of Brooklyn, has filed a complaint with 
the Public Service Commission of the First ‘District of New 
York against the proposed action of the Brooklyn Rapid 
Transit Company, in the matter of distributing transfers, 
and the commission has ordered the company to make 
answer to the complaint within ro days. On Sept. 15, 1910, 
the Brooklyn Rapid Transit Company filed with the com- 
mission a new passenger tariff, as noted in the Exrcrric 
RAILWAY JOURNAL of Sept. 24, 1910, page 483. Mr. Rogers 
maintains that the proposed regulations are unjust, unrea- 
sonable and unlawful and that the company should be 
compelled to give out transfers at or near the transfer 
point and not only at the time fare is paid. 

Special Fair Folder.—In anticipation of the State Fair 
at Syracuse the Syracuse (N. Y.) Rapid Transit Railway 
printed a special folder entitled “Trips by Electric Railway 
in and Around Syracuse, the City of Opportunity—See 


Syracuse by Trolley.” Thirteen thousand of these circu- 


lars were distributed during the fair from Sept. 12, 1910, 
Sept. 17, 1910, 10,000 being distributed by the conducto 
of the company, 1000 being placed in the hotels and 
being distributed in the cars of the Oneida Railway, w 
operates between Utica and Syracuse. The 2000 remaini 
booklets are being held for future use. The purpose — 


the folder was to direct strangers about the city. — 
rh 


ee 
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company says that these folders were read with interest by 
the public. The folders cost the company $33.25. 


Record for Spokane Lines.—Sept. 5, 1910, Labor Day, was 
a record day for the Spokane Traction Division of the Spo- 
kane & Inland Empire Railroad. This division of the Spo- 
kane & Inland Empire Railroad has a trackage of more than 
50 miles of city lines and on Labor Day carried more than 
85,000 passengers. Sixty-four cars are used on the city lines 
and the average run per car on Labor Day was 155 miles. 
The regular Labor Day travel was increased by the patron- 
age of persons in attendance at Buffalo Bill’s circus, which 
showed on the grounds of the railroad company, and at the 
last game of the season of the Northwestern Baseball 
League played at Recreation Park, which is served exclu- 
sively by the Spokane & Inland Empire Railroad. A one- 
minute schedule was maintained throughout the afternoon 
and evening, and this service was augmented in the evening 
by several trains of the suburban division. The day is re- 
ported as a record to date by F. C. Farr, superintendent of 
the Spokane Traction Division of the Spokane & Inland 
Empire System. 


Details of Service Furnished Utilities Board in Kansas 
City.—The Metropolitan Street Railway, Kansas City, Mo., 
in response to the request of the Public Utilities Board of 
Kansas City, has furnished that body with information re- 
garding the maximum number of cars operated daily in 
Kansas City, according to the schedule in force on Sept. 
10, 1910. The list of cars totals 521. There are 51 cars in 
the shops to be overhauled, and since June I, 1910, 12 double- 
truck pay-as-you-enter cars have been added. J. M. Egan, 
president of the company, is reported to have said: “A 
few days ago the Utilities Board asked for information 
giving the total number of cars operated in Kansas City, 
the number of cars in our shops waiting to be repainted and 
repaired, and the total number added to the equipment as 
of June 1, 1910. There was also furnished a schedule show- 
ing the number of cars on each line in Kansas City, Mo., in 
the morning and evening and at noon, the number of trips 
these cars make, the hours occupied in making the trips, 
the number of miles run, the time per trip, the schedule 
speed, and the miles per trip. We also furnished a book 
which shows the schedule on each line, the hours in which 
cars commence to run, when their runs end, and the changes 
in the headway that occur at any time during the day. The 
officials of the Metropolitan Street Railway do not con- 
sider themselves infallible, and we stand ready to meet, 
assist and aid any parties in improving the service that is 
now being rendered the patrons of the company.” 


Destination and Route Signs in Providence.—A. T: Potter, 
vice-president of the Rhode Island Company, Providence, 

R. I., has issued the following statement regarding the plan 

of the company to equip its cars with destination and side 
route signs: “The’ Council committee was interested in 
having signs show only the destination of cars, and re- 
quested the company to use them as quickly as possible. 
The end signs are small and require only one or two words, 
and they were the first ones painted. We put them on 
without waiting for the re-lettering of the side signs, in 
order to meet the views of the Council committee. Then 
suggestions about the side signs came in, and they were 
so varied that we took time to discuss their merits. Some 
passengers want both destinations and routes shown at the 
sides of cars. Others favor the use of numbers to designate 
the different routes. So far as practicable, the company 
is endeavoring to do what the public wants, and when 
space permits destinations and streets traversed will be 
painted on the side signs. It should be remembered, how- 
ever, that there are limitations; if many long words are 
put on a sign the letters may be too small to be of practical 
value. Since 1907 the company has been working in the 
direction of destination signs. The new cars built in 1907 
and those delivered last spring show the destinations, and 
now the signs showing both destinations, instead of the 
one to which the car is going, are being abolished. The new 
‘side signs will be put on the cars as soon as possible, and, 
while all details have not been definitely decided, the gen- 
eral plan is to show destinations at the sides and the ends 
- Where routes can be included it is probable that 
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Personal Mention 


Mr. D. B. Clark has resigned as master mechanic of the 
Cincinnati (Ohio) Traction Company. 


Mr. H. L. McNulty has resigned as electrical engineer 
of the Chambersburg, Greencastle & Waynesboro Street 
Railway, Waynesboro, Pa., to engage in business for him- 
self in Waynesboro. 


Mr. Frank Belden has been appointed superintendent of 
the Dover and Somersworth division of the New Hamp- 
shire Electric Railways, Haverhill, Mass., to succeed Mr. 
A. B. Leighton, resigned. 


Mr. George L. Ford has been appointed auditor of the 
Evansville (Ind.) Railways to succeed Mr. F. P. Vogt, 
whose resignation from the company was announced in the 
ELectric RAILWAY JOURNAL of Sept. 24, I9I0. 


Mr. Eugene Slingluff, superintendent of shops of the Cin- 
cinnati (Ohio) Traction Company, has had his jurisdiction 
extended to cover the duties of master mechanic, from 
which position Mr. D. B. Clark has resigned. 


Mr. B. J. Schramm, formerly with the Knox Engineering 
Company, Chicago, Ill., has been appointed superintendent 
of electrical construction of the Fort Dodge, Des Moines 
& Southern Railroad, with headquarters at Boone, Ia. 


Mr. Andrew F. Gates, for the last five years a member 
of the Connecticut Board of Railroad Commissioners and 
at present chairman of the commission, has tendered his 
resignation to Governor Frank B. Weeks, of Connecticut. 


Mr. C. J. Erickson has been appointed superintendent of 
the railway department of the Texarkana Gas & Electric 
Company, Texarkana, Tex., to succeed Mr. R. G. Stewart, 
who has become connected with the Stewart Automobile 
Company, Memphis, Tenn. 


Mr. Guy K. Dustin has been appointed general manager 
of the Columbia Electric Street Railway, Light & Power 
Company, Columbia, S. C., to succeed Mr. William Elliott, 
who has become associated with Mr. R. B. Herbert in the 
practice of law in Columbia. 


Mr. W. C. Forbes, general passenger and claim agent of 
the Northern Texas Traction Company, Fort Worth, Tex., 
has been appointed general superintendent of the company 
to succeed Mr. G. H. Clifford, who has been appointed gen- 
eral manager of the company. 


Mr. F. A. Bushnell has been appointed purchasing agent 
of the United Railways and the Oregon Electric Railway, 
Portland, Ore. Mr. Bushnell was formerly purchasing 
agent of the Spokane, Portland & Seattle Railway and the 
Astoria & Columbia River Railroad. 


Mr. John L. Fishback, assistant. superintendent of the 
Louisville (Ky.) Railway, has been elected first vice-presi- 
dent of the Transylvania Casualty Company, Louisville, Ky., 
which has been organized with a capital stock of $300,000. 
Mr. Fishback will not relinquish his connection with the 
Louisville Railway. 

Mr. Carl E. Pelz has been appointed by the Public Service 
Commission of the Second District of New York civil en- 
gineer of grade crossings to supervise the work on behalf 
of the State for the elimination of grade crossings of the 
New York Central & Hudson River Railroad in the electric 
zone in Westchester County. 

Mr. D. S. Hahn has resigned as treasurer of the Lewiston, 
Augusta & Waterville Street Railway, Lewiston, Me., to 
become assistant treasurer and assistant secretary of the 
Chattanooga Railway & Light Company, Chattanooga, 
Tenn., to succeed Mr. J. C. Lightfoot, Jr., resigned, who 
will return to the home office of E, W. Clark & Company, 
Philadelphia, Pa., who control both the Lewiston, Augusta 
& Waterville Street Railway and the Chattanooga Railway 
& Light Company. 

Mr. G. H. Clifford, general superintendent of the North- 
ern Texas Traction Company, Fort Worth, Tex., has been 
appointed general manager of the company to succeed Mr. 
H. T. Edgar, who has been appointed general manager of 
the Seattle (Wash.) Electric Company. Mr. Clifford has 
been connected with the Northern Texas Traction Com- 
pany for nine years. He entered the service of the com- 
pany as a clerk and was advanced from time to time until 
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his appointment about five years ago to the position of 
general superintendent of the company. 

Mr. George W. Mantz, secretary to Mr. Charles O. 
Kruger, president and general manager of the Philadelphia 
(Pa.) Rapid Transit Company, has had delegated to him in 
addition to his duties as secretary to Mr. Kruger most of 
the work of the welfare department of the company, the 
work connected with the administration of the pension and 
insurance funds of the company and other work formerly 
performed by Mr. Daniel T. Pierce as executive assistant 
to Mr. Kruger, that position having been abolished follow- 
ing Mr. Pierce’s resignation from the company. 

Mr. H. T. Edgar, manager of the Northern Texas 
Traction Company, Fort Worth, Tex., has been appointed 
general manager of the Seattle (Wash.) Electric Company, 
effective Oct. 1, 1910. Mr. Edgar has been connected with 


public service corporations during his entire business 
career. In March, 1808, he became connected with Stone 
& Webster, Boston, Mass., as manager of the Lowell 


(Mass.) Electric Light Corporation. In September, 1901, 
he was transferred by Stone & Webster to El Paso as 
vice-president and manager of the El Paso Electric Rail- 
way. In October, 1905, he was appointed manager of the 
Northern Texas Traction Company. Mr. Edgar was promi- 
nent in civic affairs in Fort Worth and was president of the 
board of trade of that city. 


Mr. C. G. Taylor has been appointed superintendent of 
the Cleveland, Southwestern & Columbus Railway, Nor- 
walk, Ohio, to succeed Mr. George F. Faber, who, as noted 
in the ELectric RAmLwAy JouRNAL of Aug. 27, 1910, resigned 
to become superintendent of transportation of the Michigan 
United Railways, Lansing, Mich. Mr. Taylor was con- 
nected with the Cleveland Electric Railway for a number 
of years, but resigned from this company in August, 1905, 
to enter the accounting department of the Cleveland, South- 
western & Columbus Railway. Mr. Taylor accepted a posi- 
tion with the East Cleveland Railway in the pioneer days 
of electric railways in Cleveland. While he was with the 
East Cleveland Railway Mr. Taylor was connected with 
the shop, track, accounting and operating departments of 
the company. 


-Mr. W. H. Hitchcock, whose appointment as stiperinten- 
dent of transportation of the Wilmington & Philadelphia 
Traction Company and the Southern Pennsylvania Traction 
Company, Wilmington, Del., was announced in the ELEcrric 
RAILWAY JOURNAL of Sept. 17, 1910, began his railway career 
with the Metropolitan Railway, Washington, D. C., as a 
conductor. In 1900, when the Washington Railway & Elec- 
tric Company absorbed the Metropolitan Railway and sev- 
eral other companies, Mr. Hitchcock was appointed depot 
clerk. As vacancies occurred and the business increased he 
was advanced from time to time and filled the several posi- 
tions between that of depot clerk and division superinten- 
dent, including those of street inspector and instructor of 
motormen and conductors. In January, 1906, Mr. Hitch- 
cock was appointed division superintendent of the Wash- 
ington Railway & Electric Company and continued in that 


capacity until he was appointed to the Wilmington & Phila- . 


delphia Traction Company and the Southern Pennsylvania 
Traction Company. 


OBITUARY 


L. C. Justus, general manager of the Bluffton, Geneva 
& Celina Traction Company, Bluffton, Ind., is dead. Mr. 
Justus succumbed to injuries which he received in the ac- 
cident on the Ft. Wayne & Wabash Valley Traction Com- 
pany’s line on Sept. 21, I910. 


William Anderson, managing director of the Dublin (Ire- 
land) United Tramways, is dead. Mr. Anderson was very 
well known in traction circles in the United Kingdom. He 
was connected with the omnibus lines in Dublin which ante- 
dated the tramway system, and entered the service of the 
tramways in Dublin on their inception in 1872. 

ee PY 

The Lehigh Valley Transit Company is said to have 
broken all records during the week ended Sept. 24, toro, in 
the number of passengers carried and in receipts, due prin- 
cipally to the patronage of visitors to the fair which was 
held at Allentown. 
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Construction News 


Construction News Notes, are classified under each head- 
ing alphabetically by States. 
An asterisk (*) indicates a project not previously. 
reported. ; 
RECENT INCORPORATIONS 


*Gough Street Railroad, San Francisco, Cal.—Applica- 
tion for a charter has been made in California by this com- 
pany to build an electric railway in. San Francisco to con- 
nect with existing lines. It will be about 1 mile long and 
it will be operated as part of the United Railroads. Capital 
stock, $60,000. Incorporators: A. J. Pond, Charles Loesch 
and David Livingston. 


*Fairview Interurban Railroad, Delta, Colo.—Applica- 
tion for a charter has been made in Colorado by this com- 
pany to build a line through the fruit and coal sections of 
Montrose County and Delta County. One branch of the 
line will extend from Delta to Cedaredge and another to 
the coal mines at Fairview. A third branch will be built 
from Delta along the California mesa. Capital stock, $250,- 
ooo. Incorporators: Charles G. Montz, Denver; Mudge 
Zeigler, Henry Zeigler and Watson Zeigler, Fort Collins, 
and B. F. Hubbard, Chicago. 


*Kentucky & Tennessee Traction Company, Hopkins- 
ville, Ky.—Application for a charter has been made in Ken- 
tucky by this company to build an interurban railway to 
connect Hopkinsville and Guthrie. Charles Vandenberg, 
Toledo, Ohio, is in charge of the preliminary work. 


*Lake Michigan & Kalamazoo Railroad, Kalamazoo, 
Mich.—Application for a charter has been made in Michigan 
by this company to build an interurban railway from Kala- 
mazoo to Benton Harbor. Capital stock, $25,000. Incorpo- 
rators: William A. Baker, Coloma, president; William C. 
Klumb, Kansas City, secretary and treasurer; John H. 
Notley, Kalamazoo, attorney. 


*Minneapolis Northern Suburban Railway, Minneapolis, 
Minn.—Incorporated in Minnesota to build an electric rail- 
way from Minneapolis to Little Falls. Capital stock, $250,- 
ooo. Incorporators: Charles Sherman, John J. McCarthy, 
Paul J. Marvin, L. L. McCulloch and William Lampert. 


*American Subway Company, Cleveland, Ohio.—Char- 
tered in Ohio to construct and operate a subway for the 
transportation of passengers and freight in Cleveland. 
Capital stock, $200,000. Incorporators: A. B. duPont, 
John N. Stockwell, Jr., Fred C. Alber, E. C. Hibbs and C. 
A. Nau. 


. *Ottawa, Rideau Valley & Brockville Railway, Ottawa, 
Ont.—Incorporated in Ottawa to build a 60-mile railway 
from a point near Ironsides, Que., about 5 miles from 
Ottawa, Ont., south through Ottawa and the counties of 
Carleton, Grenville and Leeds to Brockville, Ont., on the 
St. Lawrence River opposite Morristown, N. Y., where 
connection will be made by ferry with the New York 
Central & Hudson River Railroad. 


*Wilkes-Barre & Luzerne Street Railway, Wilkes-Barre, 
Pa.—Chartered in Pennsylvania to build an electric rail- 
way in Kingston. Capital stock, $6,000. Directors: E. L. 
Hessler, president; Don A. Gilbert, F. J. Northcote and 
John A. Stenger, Wilkes-Barre. 


*Olympic Railway & Power Company, Elma, Wash.—In- 
corporated to build an electric railway from Moclips, Wash., 
to Tacoma, with a branch to Portland. Capital stock, 
$3,000,000. It is the intention to furnish power to manufac- 
turing plants and other enterprises in Southwestern Wash- 
ington. Incorporators: M. H. Lynch, D. E. Servis, Thor- 
vald Hvam, Frank Groundwater, J. A. Vance, W. J. Maize, 
J. J. Anderson, C. C. Brown, J. B. Kirkaldie, W. F. Downs 
and C. N., Long: : 


FRANCHISES 


Little Rock, Ark.—The Argenta Railway has asked the 
City Council for a franchise to cross the free bridge in 
Little Rock and extend its tracks on Main Street as far as 
Markham. eS 

Alhambra, Cal.—The Pacific Electric Railway, Los An- 
geles, has been granted a 50-year franchise by the City 
Council to build an extension of its line in Alhambra. 
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Amboy, Ill—The Northern Illinois Light & Traction 
Company, Ottawa, has been granted a 20-year franchise by 
the City Council to build an electric railway on Main Street 
in Amboy. 

Clear Lake, Ia—The Mason City & Clear Lake Railway, 
Mason City, has been granted a franchise by the City 
Council to extend its lines in Clear Lake. 


Hyattsville, Md.—The Washington, Spa Spring & Gretta 
Railroad, Washington, D. C., it is stated, will ask the State 
Highways Commissioners of Maryland for a franchise to 
extend its railway through Bladensburg over the Wash- 
ington-Baltimore Boulevard as far as the Baltimore & Ohio 
Railroad depot in Hyattsville. 


Marlboro, Mass.—The Boston & Western Electric Rail- 
way, Boston, has applied to the Aldermen to build a railway 
in Marlboro. This proposed 16-mile railway will connect 
Marlboro, Weston, South Sudbury and Waltham. At South 
Sudbury a 5-mile spur track will be built to connect the 
main line with Maynard. [E. R. J., Sept. 17, ’10.] 


*Kalamazoo, Mich.—It is stated that the Lake Michigan 
& Kalamazoo Railroad will ask the City Council on Oct. 3 
for a franchise to build an electric railway in Kalamazoo. 
This company is planning to build a railway from Kalama- 
zoo to Benton Harbor. 

Oneida, N. Y.—It is announced that the Rome & Oneida 
Electric Railway, Rome, will apply to the City Council 
to build an electric railway in Oneida. This proposed 
railway will connect Rome and Oneida via Verona, Black- 
man’s Corners, Greenway and Hatches Corners. D. C. 
Hadcock, Oneida, is the promoter. [E. R. J., Apr. 30, ’10.] 


Tecumseh, Okla.—The Rapid Transit Interurban Com- 
pany has been granted a franchise by the City Council to 
build its tracks in Tecumseh. The Commissioners of Potta- 
watomie County have also given the company permission to 
cross all highways in Pottawatomie County. It is expected 
to begin construction at once. 

Corvallis, Ore—The Portland, Eugene & Eastern Rail- 
way, Portland, has asked the City Council for a 30-year 
franchise to build an electric railway in Corvallis. The 
company proposes to begin construction within six months 
after the franchise is granted and have 2 miles of track 
in operation within two years. 


Dravosburg, Pa—The Duquesne & Dravosburg Street 
Railway, Duquesne, has been granted a franchise to extend 
its tracks in Dravosburg. 

Erie, Pa.—The Buffalo & Lake Erie Traction Company, 
Buffalo, N. Y., has been granted a franchise by the Com- 
missioners to extend its tracks in Erie. 


Gettysburg, Pa.—The Hanover & McSherrystown Street 
Railway, Hanover, has been granted a franchise by the 
Council to extend its tracks in Gettysburg. 


Scranton, Pa.—The Scranton & Lake Ariel Railway has 
been granted a franchise by the City Council to build an 
electric railway in South Scranton. John J. Brown, presi- 
dent. [E: Ry. July 22, *10.] 


Memphis, Tenn.—It is stated that the Lake View Trac- 
tion Company, Memphis, will ask the City Council for a 
franchise for an entrance of its line into Memphis. 


Seattle, Wash.—The Seattle Electric Company has been 
granted a franchise by the Council to build double tracks on 
West Alaska Street et al. and to pave Jackson Street and 
Union Street in Seattle. 


- TRACK AND ROADWAY 


Esquimalt & Nanaimo Railway, Vancouver, B. C.—This 
company advises that the proposed extension of its railway 
between Oyster River and Campbell River will be operated 
as a steam railway instead of an electric line. [E. R. J., 
June 11, ’10.] 

Los Angeles-Pacific Company, Los Angeles, Cal.—This 
company has begun work on its Hollywood and Colegrove 
extension. 

Pacific Electric Railway, Los Angeles, Cal—H. C. Dunn 
has been awarded the contract by this company for laying 
the rails for its extension between Claremont and Upland. 


*Montrose, Col._—J. N. Pepper, Montrose, is promoting 
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the building of a 29-mile electric railway to connect Mont- 
rose and Delta via the west side of the Uncompahgre River, 
along Spring Creek and California mesa and through Sha- 
rano and Coal Creek Valley. 


Washington, Spa Springs & Gretta Railroad, Washington, 
D. C.—This company has recently placed in operation an 
electric line extending from Fifteenth Street and H Street, 
Washington, to the junction of Sand Street and Main 
Street, Bladensburg. 

Macon Railway & Light Company, Macon, Ga.—This 
company advises that during the next three months it will 
place contracts for building 2 miles of new track. J. T. 
Nyhan, Macon, general manager. 

Alton, Jacksonville & Peoria Railway, Jerseyville, I1l.— 
This company has awarded to J. J. Scott & Son, St. Louis, 
Mo., the contract for constructing the roadbed and bridging 
for the 17-mile extension of its railway from Godfrey to 
Jerseyville. 

North Kankakee Electric Light & Railway Company, 
Kankakee, Ill.—This company advises that it is now build- 
ing 2 miles of new track with 7o-lb. rails. 

*Kansas City, Kan—William Barclay, Kansas City, is re- 
ported to be surveying for a proposed street railway to 
connect Argentine and Rosedale. 

Cincinnati, Louisville, Lexington & Maysville Traction 
Company, Dry Ridge, Ky.—This company announces that 
construction will begin Jan. 1 from Covington to Owenton, 
about 45 miles. This proposed 250-mile railway will con- 
nect Cincinnati, Ohio, and Lexington, Ky., also Maysville 
and Louisville, with a connecting line at Dry Ridge. W. T. 
S. Blackburn. [E. R. J., April 16, ’10.] 

Berkshire Street Railway, Pittsfield, Mass.—This com- 
pany is reported to have awarded the contract to the Woro- 
noco Contracting Company for the construction of a 20- 
mile extension in the Berkshires. Surveys are now being 
made between Huntington and Lee. It is expected to begin 
work soon. 

Escanaba (Mich.) Electric Street Railway.—D. A. Broth- 
erton has the contract for surveying a 1o-mile extension for 
this company to connect Rapid River with Gladstone. 

Brooklyn Rapid Transit Company, Brooklyn, N. Y.— 
This company has been granted permission by the Public 
Service Commission and will apply for a permit from the 
borough authorities to begin work on a new extension of 
its lines, which will run through that section of East New 
York and Brownsville known as the South Side. This ex- 
tension will be a continuation of the Church Avenue line, 
which ends at Rockaway Avenue. 

Rome & Oneida Electric Railway, Rome, N. Y.—D. C. 
Hadcock,.Oneida, promoter of this proposed 13-mile rail- 
way, announces that preliminary arrangements have been 
completed and all is in readiness for the organization of 
this company to build a line between Rome and Oneida. 
LD ARGS leap ey eee ol 

Auburn & Syracuse Electric Railroad, Syracuse, N. Y.— 
The Public Service Commission, Second District, has ap- 
proved the exercise of franchises granted by the Auburn 
Council to the Auburn & Syracuse Electric Railroad to 
double-track East Genesee Street east of the present termi- 
nus of the tracks of the company near the intersection of 
Seward Avenue with Genesee Street to the east corporation 
line of Auburn; also to double-track East Genesee Street, 
between the easterly end of the present double track west 
of Fulton Street and the intersection of East Genesee 
Street and Seward Avenue. 

Grand Forks (N. D.) Street Railway.—This company 
states it expects to soon build a 1-mile extension of its line 
to East Grand Forks. 

Alliance-Akron Railroad, Alliance, Ohio.—This company 
is said to have succeeded in securing financial backing and 
all plans are made to begin work this fall on its proposed 
26-mile electric railway to connect Alliance and Akron via 
Tallmadge, Brimfield and Rootstown, Charles Keith, presi- 
dent. [E. R. J., July 2, ’10.] 

Hocking-Sunday Creek Traction Company, Nelsonville, 
Ohio—It is announced that this company will use electricity 
as motive power instead of McKeen gasoline cars as at 
first proposed for its proposed 13-mile railway to connect 
Nelsonville, Gloucester and Athens. [E. R. J., July 9, ’to.] 
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Tri-State Traction Company, Steubenville, Ohio.—This 
company reports that it will rebuild within the next four 
weeks 1 mile of track in Wellsburg, W. Va. Material has 
been ordered. 

Guthrie (Okla.) Railway.—It is said this company has 
begun work building several extensions of its lines in 
Guthrie. 

*Niagara Falls, Welland & Lake Erie Railroad, Niagara 
Falls, Ont.—This company has announced that it will apply 
at the coming session of Parliament for permission to con- 
struct its electric railway from Niagara Falls and Port 
Colhorne to points on Lake Erie between Port Dover and 
Fort Erie, opposite Buffalo. 

Niagara, St. Catharines & Toronto Railway, St. Catha- 
rines, Ont.—This company is reported to be considering 
plans for building an extension of its railway from Font- 
hill to Fernwick. Definite details have not yet been an- 
nounced, 

Portland Railway, Light & Power Company, Portland, 
Ore.—This company has grading under way for the con- 
struction of its proposed extension from West Oregon City 
to within one-half mile of Oswego. It is also at work re- 
laying its double tracks and building new tracks on some of 
its streets in Milwaukee. 

Cumberland Railway, Carlisle, Pa.—This company has 
awarded the contract for the 3-mile extension of the Tye 
Fork spur and also a 3-mile extension of the main line to 
the Gibson-Carr Construction Company, Middlesboro, Ky. 
The extension is planned to reach Jellico, Tenn., a distance 
of 27 miles. 

Pittsburg, McKeesport & Westmoreland Railway, Mc- 
Keesport, Pa.—At a recent meeting of the stockholders of 
this company it was decided to make Io extensions of its 
lines in McKeesport and in Mifflin. The extensions total 
about 13 miles. 

Philadelphia & Western Railway, Philadelphia, Pa.—It is 
stated that this company will soon build an extension 
branching off from the main division at a point between 
Villa Nova and Radnor, extending into West Consho- 
hocken. 

Chambersburg, Greencastle & Waynesboro Electric Rail- 
way, Waynesboro, Pa.—This company reports that within 
the next few weeks it will let contracts for building 2% 
miles of track from Pen Mar to Blue Ridge Summit. 

*Dallas, Tex.—Press reports state that the Stone & Web- 
ster Engineering Corporation, Boston, has made surveys 
paralleling the line of the Houston & Texas Central Rail- 
road for the construction of an electric railway between 
Houston and Dallas connecting with the North Texas 
Traction Company from Dallas to Sherman and the Gal- 
veston-Houston line between Houston and Galveston, ulti- 
mately forming a complete electric line from the northern 
border of Texas to the gulf. 


*Puget Sound, Chelan & Spokane Railway, Tacoma, 
Wash.—This company is undertaking development of about 
30 hydro-electric properties in Washington aggregating 
more than 300,000 hp and the construction of 1200 miles of 
railway to be operated by electric power derived from the 
proposed hydro-electric installations. W. K. Palmer Com- 
pany, 717-720 Dwight Building, Kansas City, Mo., has been 
awarded a contract to serve as consulting engineer for the 
company and to take charge of all the engineering work 
and supervise construction. Correspondence relative to en- 
gineering matters may be directed to the engineering com- 
pany at Kansas City. 


SHOPS AND BUILDINGS 


Connecticut Company, Middletown, Conn.—This com- 
pany reports that it now has under construction a new car 
house and repair shops at Middletown. 

Fort Wayne & Wabash Valley Traction Company, Fort 
Wayne, Ind.—This company, it is said, will soon build a 
2-story, 72-ft. x 120-ft. brick freight depot, waiting room 
and office building at Market Street, Fort Wayne. 

Joplin & Pittsburg Railway Company, Pittsburg, Kan.— 
This company is said to be considering plans for remodel- 
ing its brick freight station and office building in Pittsburg. 
Estimated cost is about $5,000. 
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Central Kentucky Traction Company, Frankfort, Ky.— 
This company, it is said, will soon erect a concrete and 
brick depot in Nicholasville. I. L. Oppenheimer, general 
manager. 

Chautauqua Traction Company, Jamestown, N. Y.—This 
company is said to have secured a site on North Portage 
Street, Westfield, on which it will build a freight depot and 
car house, 


Oklahoma Public Service & Interurban Lines, Stillwater, 
Okla.—This company has awarded the contract to Dan 
Sweeney & Company and M. Ryan Brothers & Company 
for building a terminal and car houses, freight house and a 
200-ft. steel bridge for its proposed line from Stillwater to 
Guthrie and also from Stillwater to Sapulpa. Lewis Lamke, 
Stillwater, is interested. [E. R. J., Sept. 17, ’10.] 


Erie (Pa.) Traction Company.—This company reports it 
has awarded the contract to Constable Brothers Company, 
Erie, for the construction of a passenger and freight station 
at Cambridge Springs. The cost is estimated to be $5,000. 


Warren (Pa.) Street Railway—This company is said to 
be considering plans for building a new car house at North 
Warren. 


Chambersburg, Greencastle & Waynesboro Street Rail- 
way, Waynesboro, Pa—This company reports that it will 
build an addition to its car house for storage for eight sum- 
mer cars at Waynesboro. 


POWER HOUSES AND SUBSTATIONS 


Power, Transit & Light Company, Bakersfield, Cal.—This 
company has awarded a contract to J. G. White & Com- 
pany, Inc., New York, N. Y., for the engineering and con- 
struction of a steam and electric power plant at Bakers- 
field. The building will be 82 x 140 ft., with substructure 
of concrete, self-supporting steel frame, and walls of 
metal lath and plaster, and will be designed to accommodate 
two 2,000-kw horizontal turbines, with boilers, condensers 
and necessary atxiliaries. 750-kw turbine will be tempo- 
rarily installed at the earliest possible date. As the boilers 
will be installed with oil burners, there will be no basement 
under the boiler room. The station will be designed elec- 
trically to deliver practically full load at either 60,000, 
10,000 or 2,300 volts, and will operate at all the above 
pressures simultaneously. The estimated ‘cost is approxi- 
mately $400,000. 

Alton, Jacksonville & Peoria Railway, Jerseyville, Ill.— 
This company reports that it will soon install 500 kw units 
to take care of its present requirements at its power house. 


New Hampshire Electric Railways, Haverhill, Mass.— 
This company expects to purchase 500 hp in boilers with 
superheaters and stokers. D. A. Belden, president. 

Berkshire Street Railway, Pittsfield, Mass.—This com- 
pany, it is said, will soon erect a new power house at 
Zylonite. 

Meridian (Miss.) Light & Railway Company.—This com- 
pany advises that it has placed contracts for building an 
extension to its boiler rooms and that it is installing a 500 
hp Babcock & Wilcox boiler. 

St. Joseph & Savannah Railway, St. Joseph, Mo.—This 
company, it is said, will build a power plant at St. Joseph. 
It has let the contract for construction. John H. Van 
Brunt, St. Joseph, president. 

St. Lawrence International Electric Railroad & Land 
Company, Alexandria Bay, N. Y.—This company advises 
that during the next two months it will purchase a 400 hp 
Corliss engine, a 200 kw G. E. generator to increase the ca- 
pacity of its lighting plant in Alexandria Bay. B. M. Mar- 
tin, Alexandria Bay, superintendent. 

Oklahoma Public Service & Interurban Lines, Stillwater, 
Okla.—This company, it is said, will build a power house 
at Stillwater. Contracts for work have been awarded to 
Dan Sweeney & Company and M. Ryan Brothers Company. 

Richmond & Henrico Railway, Richmond, Va.—This 
company will build a power house on Lester Street between 
Louisiana Street and Orleans Street, in Richmond. The 
structure, one story high, will be built of brick and rein- 
forced concrete. It is estimated that the cost will be about 
$23,000. 
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Manufactures & ee 


ROLLING 8" STOCK 


Boston & Northern Street Railway and Old Colony Street 
Railway, Boston, Mass., will purchase 12 snow plows at 
once. 


Niagara Gorge Railroad, Buffalo, N. Y., has recently 
added to its rolling stock equipment several i1o-bench, 
single-truck open trailers which were built in its own shops 
at Niagara Falls. 


St. Lawrence International Electric Railroad & Land 
Company, Alexandria Bay, N. Y., expects to purchase four 
50-hp railway motors for a snow plow. The company has 
recently purchased a new freight car from the Hicks Loco- 
motive & Car Works. 


Columbia Electric Street Railway, Light & Power Com- 
pany, Columbia, S. C., has received from The J. G. Brill 
Company four new cars. Mention of the fact that.the com- 
pany was contemplating the purchase of these cars was 
made in the Etectric RAmway JouRNAL of Feb. 5, 1910. 


Poughkeepsie City & Wappingers Falls Electric Rail- 
way, Poughkeepsie, N. Y., is having two cars built by The 
J. G. Brill Company. An item to the effect that the com- 
pany was considering the purchase of these cars was pub- 
lished in the Erecrric RAmWAyY JouRNAL of Feb. 26, 1910. 


Selma Street & Suburban Railway, Selma, Ala., noted in 
the ELecrric RAiLwAy JourNAL of July 2, 1910, as being in 
the market for three cars, has ordered two semi-convertible 
cars from the J. G. Brill Company. These cars will be 26 
ft. long over vestibules and will be equipped with Brill 21-E 
trucks. The electrical equipment will be taken from cars 
now in use and installed on the new cars. 


Washington, Baltimore & Annapolis Electric Railway, 
Washington, D. C., reported in the Etectric RatLway Jour- 
NAL of Sept. 24, 1910, as considering the purchase of 1o new 
cars, has placed an order with the Niles Car: & Manufac- 
turing Company for to 50-ft. passenger and smoking inter- 
urban car bodies, also 20 Baldwin class 78-25-A trucks, all 
prepared for G. E. 600-1200-volt direct-current equipment. 
The new cars will be similar to the equipment now being 
operated on the line. 


Chicago, Ottawa & Peoria Railway, La Salle, Ill., expects 
to receive from the Danville Car Company during October 
eight 55-ft. 6-in. interurban cars with turtle-back roofs. 
Mention was made in the Exectric Ramway JourNaL of 
March 26, 1910, that the company was ‘preparing specifica- 
tions for these cars. Each car will be equipped with four 
Westinghouse No. 303, 90-hp motors; Westinghouse unit 
switch control; Westinghouse automatic air brakes; Bald- 
win trucks; Hale & Kilburn seats and Peter Smith hot 
water heaters. 

Interborough Rapid Transit Company, New York, N. Y., 
which was noted in the Erecrric Ratbway JourNAL of June 
4, 1910, as having ordered 20 elevated motor car bodies 
from the Cincinnati Car Company, has specited the - fol- 
lowing details for this equipment: 


Bolster centers, length, Curtain fixtures....C. S, Co. 
33 ft. 2 in. Curtain material..Pantasote 
Length of body...39 ft. 8 in. Hand brakes..... hor. wheel 
Width over sills....8 ft. 6 in. Head lining........ Agosote 
TROND ticks csaleinvact ss wees ROOM se POSES s.isiacls «s'- Forsythe steel 
Interior trim ....mahogany Roofs......... monitor deck 
Underframe ...... composite Sash fixt...... Dayton locks; 
Bolsters, body..built-up steel © Forsythe sash shoes. 
Bumpers, Seats, style.. Apne caine 
Hedley anti-climbers Seating material....... rattan 
Car trimmings, SEPM trad s.cjcrraty es atinis Mason 
oxidized bronze Ventilators........ deck sash 


Gouplers..........¥an Dorn 


; TRADE NOTES 
Perry Ventilator Corporation, New Bedford, Mass., is 


_ supplying ventilators for the 50 cars now being built for 
the New Orleans Railway & Light Company, New Orleans, 


La., at the works of the St. Louis Car Company. 
Griffin Wheel Company, Chicago, IIl., has awarded a con- 


tract to Kelly Brothers, Tacoma, Wash, for building an 
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addition to its Tacoma plant. The addition to the main 
shop will be 436 ft. x 100 ft..and it is, estimated will cost 
about $49,000 without equipment. Several small accessory 
buildings are included in the contract. 


General Electric Company, Schenectady, N. Y., has 
closed contracts with the National Fire-Proofing Company 
for the construction of two large buildings on the tract of 
land recently acquired at Erie, Pa. These buildings will 
be used for a gray iron foundry and for a pattern shop and 
pattern storage room. The buildings will be 800 ft. long 
and of fireproof construction. It is stated that these are 
the only buildings that are contemplated on the site at Erie 
at the present time, and that no plans have as yet been 
formulated for the construction of an elaborate manufac- 
turing plant in that city. 


Warner Engineering Company, Ltd., London, Eng., an- 
nounces that licenses are being arranged in France and 
Germany for the manufacture and sale of its non-parallel 
axle trucks. At an early date 10 works will be manufac- 
turing these trucks under license in each of these countries. 
There will be two manufacturers in each of the following 


classes: Mining, railways (freight), railways (passenger), 
street railways, locomotives. The United States manu- 
facturer is the St. Louis Car Company, St. Louis, Mo. 


The latter company is now making these trucks for 10-ft., 
T2-ft. and 14-ft. wheel bases. 

Stromberg-Carlson Telephone Manufacturing Company, 
Rochester, N. Y., has purchased the entire common battery 
business of the American Electric Telephone Company, 
and to augment its engineering staff and to assist it in giv- 
ing former customers of the American Electric Telephone 
Company the best possible attention it has retained in its 
service Henry P. Clausen, formerly chief engineer of the 
American Electric Telephone Company. The Stromberg- 
Carlson Telephone Company has recently received an order 
to equip the Stark Electric Railway, Alliance, Ohio, with its 
dispatcher signals. The work of installing these signals 
will be pushed rapidly. 


J. G. White & Company, Inc., New York, N, Y., have 
been awarded a contract by the New York, Ontario & 
Western Railway for the erection of railroad shops at its 
Mayfield yards, Mayfield, Pa., near Carbondale. The work 
to be carried out consists of the erection of a 1o-stall round- 
house with a 75-ft. turntable, machine shop, carpenter shop, 
with complete power plant; storehouse, office building, oil 
building, sand storage, drier and loading house and a com- 
plete coaling station with a storage capacity of approxi- 
mately tooo tons. The buildings will be of the usual type of 
brick and steel construction.. The estimated cost is approxi-' 
mately $150,000. 


ADVERTISING LITERATURE 


Wickes Brothers, Saginaw, Mich., have issued their Sep- 
tember stock list of new and second-hand boilers, engines, 
pumps, machine tools, electrical machinery, etc. 

Under-Feed Stoker Company of America, Chicago, IIl., 
prints in the September issue of Publicity Magazine several 
articles which illustrate and describe briefly manufacturing 
plants where Jones under-feed stokers are in use. 


Ohio Brass Company, Mansfield, Ohio, prints in the Au- 
gust issue of the O. B. Bulletin the following interesting 
articles: “O. B. Suspension Insulators,” by C. T. Ander- 
son; “Tracing Freight Shipments,” by A. N. Hill, and “The 
A. B. C. of Electricity as’ Applied to Mines,” by W. H. 
Kempton. 

Bryant Electric Company and Perkins Electric Switch 
Manufacturing Company, Bridgeport, Conn., have issued the 
19ro edition of their catalog of wiring devices. Because of 
the listing of so many new devices the catalog has been en- 
larged from the standard pocket size to its present size, 
6 in. x 9% in. It contains 120 pages. 

Carnegie Steel Company, Pittsburgh, Pa., is distributing 
the first edition of a booklet recounting certain special en- 
gineering conditions which led to the introduction of va- 
nadium steel. The booklet contains descriptions of the 
methods and temperatures for the heat treatment of dif- 
ferent grades of vanadium steel. The physical properties of 
different grades of vanadium steel are given in the form of 
a table. 
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various financial years. Similar statistics in regard to roads not reporting are solicited by the editors. *Including taxes. jDeficit. tAfter allowing for other income received 
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Company Period In- Ex- Less Op-| From In- Company Period In- Ex- Less Op- rom 
come penses erating In- come come penses erating In- 
| | Expenses come Expenses} come 
. Caan = | | 3 ‘con tae 
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DALLAS, TEX. 1m., July °10! 117,270] 85,473 31,797 26,842 4,955|PORTLAND, ORE.) 1m., Aug. 10} 479,944/ 209,190] 270,754! 151,411] 119, 
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& Suburban Ry. | 8“ “"40) 1,545,513} 824,762] 720,751] 402,300) 318,451!| Elec. Co. su “ °10] 1,895,832] 1,068,032] 827,800) 526,474] 3 
8“  “  °09| 1,304,677) 730,682} 573,995] 395.766| 178,229 8 .“ 09] 1,792,412) 914,193) 777,311)" 55216851 ie 
EL PASO, TEX. im., July °10 49,351 29,557 19,794 8,215 11,579||ST. JOSEPH, MO.| im., Aug. '16 89,775 47,528 42,245 23,183 
El Paso Elec. Co. fee ROS) 46,362 29,204 17,158 8,085 9,073|| St. Joseph Ry., Lt.) 1“ “ 09 90,526 44,166 46,358 21,758 
Ae a Hal, 629,620 361,626 267,994; 101,300] 166,694)| Ht, & Power Co. oy Se PENG: 674,715 368,118} 306,597 180,600 
12 S09 562,858 371,885 190,973 92,143 98,830 $s oe Oo 634,522 Booed 300,801 170,022 
FT. WAYNE, IND.) 1m., July "10) 133,797 73,350 60,446 45,216 15,230)|/ST. LOUIS, MO. 1m., July '10} 988,079 649,216 338,863 
Ft. Wayne & Wa-| 1 109) 123,547 72,385 513162 44,614 6,547|| United Railways. | 1 ‘ “"—§°09| 943,811] 597,509) 346,302 
bash Valley Trac.) 7 fey 2G) 857,415 489,491 367,925 314,596 53,328 vied “ "10! 6,593,581} 4,465,557] 2,128,024 
Co. ves ty O09 772,202 463,220 308,982 293,661 15,321 wes “—-"09| 6,317,487] 4,028,702} 2,288,785 
rORe WORTH, 1m., July °10} © 125,943 68,147 57,796 20,273 37,523)|SAVANNAH, GA. 1im., July '10 59,140 40,492 18,198 
EX. Northern| 1 “ ear Oo!) OI 59,835 49,378 17,190] 32,188|| Savannah Elec. Co.) 1“ ~“ ’09 55,812 38,246 17,565 
Tenas Elec.Co. (12“ .“ °10) 1,367,246) 737,475) 629,771] 218,299) 411,472 12 nt 5 7401) 97615,165]emaOlees 5) elo. 540) 
ey Ba “~~ "09} 1,186,590 663,239 523,351 198,241) 325,110 Yip ye go) 608,333 381,517 226,817 
| | 
GALVESTON, TEX.) im., July °10) 122,097 65,989 56,108 26,609) 29,499||SEATTLE, WASH. | 1tim., July °10} 459,059} 261,509 197,550 
Galveston-Houston | 1 “ “ *09} 109,747 62,070 47,678 21,596| 26,082|! Seattle Elec. Co. p “~~ *09| 592,587) 305,028) 287,559 
Elec. Co. M2 10} 1,255,297| 766,376) 488,921] 273,858] 215,063 12“ “ 10) 5,852,062] 3,420,061] 2,432,001 
/12‘ Ou! 1,171,764) 674,402} 497,362) 253,342) 244,020 12“  “  '09) 5,181,859} 3,050,470; 2,131,389) 
GRAND RAPIDS, 1m., Aug. '10/ 111,814) 49,744) 62,070 19,958] 42,112||SIDNEY, N.S. Cape! 1m., July 10] 28,876] 14,407 14,469 
MICH. Grand Rap=) 1 # 3 09) 99,838) 42,457 57,381 19,035 38,346|| Breton Elec. Co.,| 1‘ ve THO 26,616 15,624 10,992 
ids Ry. Co. baal: | 210) 755,642) 363,787; 391,855] 158,984) 232,871|| Ltd. 124 SE 4OV 310,680!) Oo aI Sh  asss02 
| 8° “°09| 678,396} 319,762| 358,634] 151,812] 206,822 12“ “ ’09) 280,994) 168,450), 112,544 
| 
HOUGHTON,MICH. 1m., July *10 $0,036 14,380 15,656 6,640 9,017||TACOMA, WASH. | im., July ’10} 182,986] 102,204 80,782 
Houghton County | 1“ “ '09) 30,653 14,702 15,951 6,242 9,709| Puget Sound Elec.| 1 “" 09; 184,531] 106,044) 78,487 
Trac. Co 12“ “ 10] 320,231] 169,837] 150,393] 76,556] 73,837|| Ry. 12“ “  '40] 1,943,290] 1,280,796] 662,494] 
|12 09) 298,732 162,958 135,774 67,943 67,830 i Tee “709; 1,749,826] 4, 172, 759| 577 ‘067 
JACKSONVILLE, | im., July °10| 46,906) 26,207) ~—-20,699 9,489| 11,210||TAMPA, FLA. 1m., July "10 22, 607 
FLA. Jacksonville, 1 “ a 109. 39,300 22,353 16,947 9,367 7,580 Tampa Elec. Co. ilies ea O9 16,769| 
Elec. Co. 12“ “ °10/ 543,723) 284,920] 258,802} 112,499] 146,304 UP eaeny oe YE) 269, ee) 
Was 09 458,076 260,205 197,870 111,081 86,789 oe oie 09 576, 101 352,859, 223, 243\. 
KANSAS CITY, MO. | 1m. Aug "10 621,929) 367,759! 254,170} 188,460) 65,710||TOLEDO, OHIO  '| 1m, July 10} 239,906] 154,022 
Kansas CityRy. &| 1“ =“ '09/ 591,112) 330,805| 260,306, 174,032] _86,274|| Toledo Rys. & Lt.) 1“ “ 709| 226,832 
. Co. Dir | ‘10) 1,862,685) 1,122,384) 740,301)  560,607| 179,694|| Co. 7S = 10): 2,7025250 
eG : 09) 1,717,955 983,422 734,533 517,825| 216,708 EM “~ 09) 1,529,691 
MILWAUKEE, WIS} 1m., Aug. 10) 412,339| 283,455; 128,884 48,363} 80,521/| TORONTO. ONT. im., July '10] 367,211 
MilwaukeeElec.Ry.| 1 “ 09 378,256 238,882 139,374 47,535 91,838|| Toronto Ry. ee “"—-'09| 329,804 
& Lt. Co. 8“  * £0) 3,096,477| 2,185,316} 911,161] 374,862 536,299 7") ™ 40) 2,386,424 
fy “~-"09| 2,778,677) 1,825,830} 952,847 374,224) 578, ier ‘09 Ana lagl © 


